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WINS OVER. WOOD —ON EVERY COUNT 


Wherever packing costs are considered—wherever storage space 
is an item—wherever safety of goods in transit must be assured— 
the H& D corrugated fibre box is replacing the wooden shipping case. 


IT SAVES 


—20%, or more in first cost 

—40°/, in packing expense 

—90°/, of your storage room 

—Nearly all your damage charges 

—All loss from dirt, dampness or 
pilfering. 


HINDE & DAUCH 
CORRUGATED FIBRE BOARD BOXES 


will extend your range of operations—enable you to expand your market, to sell cheaper in 
your present territory, to increase your profits without increasing your prices. Every cent 
legitimately saved-from expense goes to the profit side of your ledger. Investigate H & D 
Boxes now. Find out how they are not only saving money, but also getting better results 
for men in innumerable lines of business. Your line is no exception—investigate and begin 


saving at once. 
‘“*“HOW TO PACK IT’’ 


is not merely a catalog or sales pamphlet, but a complete treatise on the scientific low cost 
way of shipping goods—full of helpful suggestions and useful information. We send it post- 


paid FREE. Write for your copy. 





This is why 


THE HINDE & DAUCH PAPER CO. 


GORONTO CANADA. SANDUSKY, OHIO 
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You Can Prevent Damage to Your Shipments 
By Using Acme Box Strapping on Your Wooden Cases 


‘Damage claims, so frequent when 
flimsy fibre board cases are used, are entirely 
eliminated when substantial wooden cases are 
used and reinforced with Acme Box Strapping No. 7. Acme Barbed Box Strap 


Write for Catalog and Samples 


uray ACME STEEL GOODS CO. 


Archer Ave. and Bonfield St. CHICAGO, ILL. 


Lake Cruises for Vacation 


We Are Giving 
These Solid Leather Handbags 
Away 


In a Business Getting Campaign 
Let us tell you about it 
BOOK DEPARTMENT 


THE TRAFFIC SERVICE BUREAU 
418 SO. MARKET ST. CHICAGO 


7 DAYS’ TRIP 


The Magnificent Steel Steamship 40 
“Minnesota” to BUFFALO 
(NIAGARA FALLS) and RETURN including 
via Charlevoix, Harbor Mealsand 
Springs and Historic Mack- 
nac Island, viewing both ways by 
daylight the beautiful scenery of 
the Detroit River and St. Clair 
Flats, stopping at all points of inter- 
est. 12-hour stop at Buffalo allows 
plenty of time to see Niagara 


During season leaves Chicago 
every Thursday at 11:00 a. m. 


5 DAYS’ TRIP 


The Elegant Steel Steamship 3 4 
“Missouri’’ te KAGAWONG, ONT., 
(GEORGIAN BAY) and RETURN Inclading 

via Mackinac Island. The Meals and 
“Soo,”’ St. Mary’s River, 

North Channel and the 

shores of Manitoulin Island, stopping 

at all points of interest. Duri sea - 

~ 4 ~— Chicago every Monday at 


“3 a “MISSOURI” also makes 
special trip each week to Onekama, 
Frankfort, Glen Haven and Glen 
Arbor, leaving Chicago Satur 
at 4:00'p. m. 


For illustrated folder, 1915 book of ours or other information, apply 


NORTHERN MICHIGAN TRANSPORTATION CO. 
J. C. CONLEY, Gen. Pass. Agt. Office and Docks, N. End Rush St. Bridge; City 
Ticket Office, 1388. Clark St. Phones Rand. 60—Auto. 489-302 and 489-318. 


covering all classes of business, oa trades 
or individuals. Send for our complete catalogue 
showing national count on 7,000 classifications. 


Ross-Gould, 512 N. sh x, St. Louis 


TANK CARS 


We Lease All Steel Modern Tank Cars to Shippers of Liquid Freight 
TERMS REASONABLE 


KEITH CAR COMPANY 


Peoples Gas Building 


CHICAGO, ILL. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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The Keynote 


of Wells Fargo express service is responsibility. When you 
turn over shipments to our hands you know that they will be carefully 
handled and safely delivered. 


Wells Fargo acknowledges this responsibility in a written 
receipt. You hold the receipt in your hand; you have something to 
show for the goods entrusted to the express company. The great 
Wells Fargo system, with its 100,000 miles and more of transportation 
lines, and its 30,000 men, serves you—and takes the responsibility for 
the faithfulness of that service. 


Are you using Wells Fargo service as often as is efficient? 
Many shippers, growing more and more certain of the worth of Wells 
Fargo responsibility, are finding it better business to use our service 
more frequently. 


Speed Your Goods via 


Wells Fargo & Co Express 


As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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THE SLAG-WASTING TARIFFS. 





The new slag-wasting tariffs, a burden that 
must be borne by the blast furnaces in western 
Pennsylvania, eastern Ohio and West Virginia, 
have been in effect a week. Thus far no reports 
have been received as to what their commercial 
effect has been, if any. The failure of the Wheel- 
ing & Lake Erie to join in them, it has been sug- 
gested, would result in that carrier getting a 
larger share of the iron ore tonnage than ever 
before, because it will be able to waste slag for 
those who ship ore over its rails without charge. 
The Commission, in its report, indicated that if 
such shifting of tonnage took place on that ac- 
count it would inquire into the matter. There is 
curiosity among the blast furnace men to know 
what it might do if it inquired and found there 
had been a shift. 


SASH AND DOOR RATE ORDER. 





Although the Commission, on its own motion, 
is to conduct an investigation into the relation 
between rates on lumber and rates on the prod- 
ucts of lumber, the respondent railroads in the 
complaint of Anson, Gilkey & Hurd Co. against 
the Southern Pacific and others, on or before 
October 1, will have to bring their sash and door 
rates from Oshkosh, Fond du Lac, Merrill, War- 
saw, La Crosse and Milwaukee, Wis.; Clinton 
and Muscatine, Ia., and Rock Island, Ill., to Cen- 
tral Freight Association and Trunk Line terri- 
tory into the same relation to their rates on lum- 
ber that the sash and door rates from Pacific 
Coast manufacturing points to the East bear to 
their lumber rates. 
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The may not be entirely clear’'to the reader, 
but it is the language of the order. It means 
that if the northern transcontinental roads carry 
sash and doors from Seattle to Pittsburgh at the 
same rate that they carry lumber they must make 
the sash and door rate from Muscatine to Pitts- 
burgh the same as the lumber rate from Musca- 
tine to Pittsburgh. At present, generally speak- 
ing, the rates on lumber and sash and doors 
from the Pacific Coast to the East are the same. 
The Pacific Coast sash and door manufacturer 
can send his products to Muscatine for the same 
amount of money, weight for weight, that the 
Muscatine manufacturer of sash and doors pays 
on the raw material, if any, that he gets from 
that part of the country. 

The Muscatine manufacturer, using him as 
typical, although he is not always in identically 
the same situation as other manufacturers in the 
Mississippi Valley, pays on his product a higher 
rate than he pays on lumber. Lines that carry 
his products to Chicago or to Toledo, at a rate 
something above the rate on lumber, carry sash 
and doors for the Pacific Coast man to the same 
points at the same as the lumber rate. 

Inasmuch as the order is in the alternative, as 
it must be nuder the non-discrimination section, 
the carriers may undertake to increase the rate 
on sash and doors, rather than decrease the im- 
mense revenue they now derive from the lumber 
tonnage from the Pacific Coast to the East. In 
such event, the protests of the Pacific Coast 
manufacturers will probably be considered in con- 
nection with the general inquiry into what rela- 
tionship should exist between the rates on lumber 
and rates on lumber products. 


CONCERNING CAR SHORTAGES. 





August is the month when the old almanac 
makers used to string through the calendar cer- 
tain admonitions regarding thunder showers. 
Likewise, in August those of us who herald 
transportation disturbances, rather than those 
of meteorological character, have been accus- 
tomed to set up the slogan, “Keep the cars mov- 
ing.” Up to date, this year is exceptional. The 
thunder showers have materialized, but there are 
no signs, of a car shortage. Railroad men are 
not shouting for more cars any more than the 
farmers are praying for more rain. If the farmer 
gets bumper crops—as with some few exceptions 
he seems likely to do—and if the railroads can 
take care of them when they are offered as freight 
—as it seems likely they will be able to do this 
year without a preliminary ransacking of non- 
crop-producing states for some weeks or months 
in advance of crop-moving time in order to find 
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cars—neither farmer nor railroad man “should 
worry.” 

We can get along without electric disturbances 
over which we have no control. Perhaps we can 
get along without car shortages, and are just find- 
ing out how to do it. But as a matter of fact 
there is about as much misconception of facts 
about car shortages as there is about meterological 
conditions. In both cases the facts knock the- 
ories into a cocked hat. 

The improbability of a car shortage this year 
rests on two grounds. The shortage, when there 
is one, always occurs in the crop-moving season. 
It occurs because cars are in demand for other 
commodities or in other places when they are 
wanted for moving crops. At least, this is the 
broad, general explanation of a shortage. The 
first ground for the prediction is that the railroads 
at present are not moving enough other freight 
to deprive crop-producing sections of the neces- 
sary supply. The second is that railroads, with 
the increasing co-operation of shippers, are han- 
dling car equipment more efficiently than they 
did a few years ago. That makes all the differ- 
ence in the world—or between a shortage and a 
surplus. 

Statistics are illuminating even if they are gen- 
erally dry. The American Railway Association 
made its first report on “Car Surpluses and Short- 
ages” as of Jan. 2, 1907. It made fortnightly re- 
ports up to Oct. 14, 1914, when they were tem- 
porarily discontinued. On Feb. 15, 1915, it began 
to make monthly reports on the same subject. 

In the nearly eight years covered by the fort- 
nightly reports, 25 reports showed shortages ex- 
ceeding the surpluses. In 169 reports the sur- 
pluses exceeded the shortages. Of the monthly 
reports since February 1, each of the six has 
shown a surplus varying from 276,000 to 322,000 
cars. It is a matter of common knowledge that 
if there had been any reports between October, 
1914, and February, 1915, they would have shown 
a large net surplus. 

Speaking generally, and passing by considera- 
tions of unnecessary delays in loading or handling 
at outside stations, shortages are due partly to 
wide fluctuations in traffic offered and partly to 
inadequate facilities. Some idea of the magnitude 
of these fluctuations is given in the following 
statement of extreme variations: ; 


Oct. 30, 1907, 90,757 cars shortage 


April 29, 1908, 413,605 cars surplus 
April 14, 1909, 296,663 cars surplus 
Nov. 10, 1909, 39,902 cars shortage 
July 6, 1910, 143,824 cars surplus 


March 15, 1911, 208,527 cars surplus 


Vol. XVI, No. 6 


Nov: 21, 1912, 73,475 cars shortage 
Sept. 1, 1913, 73,576 cars surplus 
Oct. 15,.1913, 43,246 cars shortage 
June 1, 1914, 242,572 cars surplus 
March 1, 1915, 322,290 cars surplus 

Two interesting facts are shown at a glance in 
these figures. First, in six months, from the fall 
of 1907 to the spring of 1908, there was a falling 
off in demand amounting to over 500,000 cars. 
This represents almost exactly 25 per cent of the 
total car equipment at that date. Second, short- 
ages, when they occur, show a tendency to de- 
crease in severity. Much of this can be attributed 
to more efficient handling on the part of the rail- 
roads and much to the spirit of co-operation mani- 
fested by shippers in avoiding delays in loading 
and unloading, and in heavier loading. 

The first point is worth further consideration. 
It probably lies at the foundation of the whole 
matter. Even if it were possible to adjust closely 
the location of cars in service so as to make 
enough of them available at one time in one sec- 
tion without having an excessive number of cars, 
the question of providing other facilities is even 
more important and their provision more expen- 
As a matter of fact, “shortages” are not 
shortages at all except as considered locally. A 
shortage in one section usually means a conges- 
tion somewhere else. The prime cause of short- 
ages, then, is the lack of some kind of facility for 
expeditious handling. It may be a lack of suff- 
cient locomotives. More frequently it is a lack of 
terminal capacity. In either case, congestion fol- 
lows at one point and shortage of cars at another. 

To the extent that they have been able to do 
so, the railroads have made intensive development 
and use of existing properties. This it has been 
necessary to do without large additional invest- 
In 1903 it required 1,268 cars to move one 
million tons of freight. In 1913 it required only 
1,105 cars, or about 13 per cent less. In 1903 the 
average number of tons moved per locomotive 
was 6,457,000. In 1913 the tonnage per locomotive 
had increased to 7,844,000 tons, or 21.5 per cent. 
Large increases in efficiency and economy have 
been made by increasing the length of trains. 
Shippers are assisting materially by loading more 
nearly to the capacity of the car. 

There are, then, other and more satisfactory 
reasons than a diminished volume of traffic upon 
which to base a prediction of an inconsiderable 
shortage of freight cars during the approaching 
crop-moving season. There is only one feature 
of the situation with reference to which reason- 
able doubt still exists. To keep the railroads in 
condition to handle their business satisfactorily 

(Continued on page 300) 
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CURRENT TOPICS IN WASHINGTON 


What the Railroad Figures Show. 

—A Georgian attained nation-wide 

notoriety twenty-odd years ago by 

asking, “Where was I at?” He had 

been proving or disproving something, 

by means of statistics, in a debate 

on the tariff. He was interrupted. 

When he was ready to resume, John 

Sherman’s saying that the way to 

resume is to resume did not help him. 

The Georgian, whose name has really 

been made famous since then by the doings of Tyrus Cobb, 

had forgotten what his figures were proving or disprov- 

ing, and it was really necessary for him to know “where 

he was at.” About a year ago the eastern carriers were 

beginning their fight for a reconsideration of the first re- 

port in the Five Per Cent case. Without effort, almost 

everybody should be able to recall the fact that all in- 

terests put into the record masses of figures. Even the 

Commission indulged itself to the extent of putting in 

statistics about low car-mile earnings on so-called unre- 

munerative rates, all of which have since been violently 

attacked, and serious questions have been raised as to 

whether they are worth anything. The latest summary 

of revenues and expenses of carriers in the East, as weil 

as those for nearly every month since the advance became 

effective in January, show such a big reduction in ex- 

penses that Clifford Thorne probably reads them as cor- 

roboration of his theory that the roads were over-main- 

taining themselves the latter part of 1913 and 1914 su 

as to make a showing. But whether the cuts really prove 

that is being asked by many. It is suggested that the 

figures may indicate under-maintenance now, so as to 

make borrowing easier, by showing a larger net for 1915 
than 1914. 


Uniformity of Decisions.—J. R. Schurz’s criticism of 
the Wimbish plan for a court, having five districts, with 
jurisdiction to review decisions of the Commission, has 
attracted the notice of those who advocate the restoration 
of the Commerce Court, but not in a way that will please 
him. They point to his argument for a single Commission 
as the best that can be advanced for the creation of a 
single court. Uniformity in the decisions of the Commis- 
sion—not one kind of a decision in one district on a 
certain state of facts and a different decision in another 
district on the same state of facts—they think is the best 
argument he advances for leaving the Commission un- 
changed by the Wimbish or any other plan. The hearings 
on the Broussard bill to extend the jurisdiction of the 
Commerce Court so as to relieve the Supreme Court of 
work, they believe, will show that the arguments were 
all based on the theory that when more than one set of 
judges dealt with questions raised by the Commission’s 
orders, the door was being opened for conflicting opinions, 
just as was the fact before the Commerce Court was 
created. Advocates of its restoration admit that thus 
far there have been no serious conflicts in the decisions, 
because the jurisprudence has become fairly well settled 
on most phases of the Act to regulate commerce. But 
there will be phases on which different inferior courts 
will make diverse rulings; therefore, until the cases have 
all been brought to the Supreme Court and disposed of, 
the law will be different in different jurisdictions. That 
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it is hard enough for one body always to be in agreement 
with itself is urged by those who remember how near the 
Commission came to reversing its Los Angeles switching 
decision, in the tap line, Muncie & Western and Industrial 
Railways cases, before the Supreme Court was able to 
say that what it had done in the switching case was right 
and good law. It is suggested that shippers, thus far, 
have been fortunate in that the abolition of the Commerce 
Court has done so little harm. Most of them, advocates 
of restoration think, are not yet aware that the injunctions 
issued by the Commerce Court, in a majority of cases, 
were for the benefit and not the hurt of shippers. Law- 
yers for shippers who have lost cases before the Com- 
mission, because to their mind the Commission reversed 
itself, without saying so, know the fact, because there is 
no way for them to get into court and have a judicial 
decision on the question as to whether the Commission 
was warranted in making what they believe to be an 
about face. 


Division of Coal Rates.—Although there has been little 
public discussion of the matter, there is great interest “s 
to the outcome of the Commission’s inquiry into the mat- 
ter of the division of joint .coal rates on the haul from 
mines along the Carolina, Clinchfield & Ohio, controlled 
by the interests which also control the railroad, to the 
stations at which the Seaboard has some of its fuel coal 
delivered. The effect of the divisions, which were put 
in and maintained only a short time, was to enable the 
Seaboard to buy coal from the C., C. & O. line mines as 
cheap as from competing mines. Apparently, by reason 
of the big division allowed by the C., C. & O. to its con- 
necting carrier, the latter was able to get the coal for 
the same transportation rate that it could from neare.: 
mines on other lines. The published rate from the C., C. 
& O. mines was higher than from the mines that did not 
get the contract. The division of the joint rate was so 
large that what the Seaboard Air Line got back, in the 
form of a division for a short haul on its own rails, was 
enough, in effect, to make the cost of the coal, plus the 
transportation cost, lower from the more distant than from 
the nearer mines. The question arises, “Was that a de- 
feat of the published rate?” The dividing of a joint rate, 
where both are full-fledged carriers, is a matter of bargain 
between the railroads. The public is not supposed to 
have any interest in it at all. The Commission, time 
and again, has told the shipping public that the division 
of a rate was no concern of its, so long as the through 
rate was not unlawful. The rate paid on that coal was 
the published rate, but because the consignee was another 
common carrier, the effect of the division was to give 
it coal from distant mines at a cost no greater than coal 
from nearer mines. The C., C. & O., by accepting a low 
division for its part of the haul, favored the mines un 
its line and the operators on lines of other carriers didn’t 
get the S. A. L. business, which, from their proximity to 
the points where the S. A. L.-needed the coal, they prob- 
ably thought they had a right to get. Was it discrimina- 
tion by the C., C. & O. against anybody, within the mean- 
ing of the law, if the facts are as they have been set 
forth? Was it a device in contravention of any law, even 
if the big division to the S. A. L. was in effect only 
long enough to cover the transportation of the. coal it 
was buying? The action of the Commission—and there 
has even been rumor of indictments—is expected to he 
an answer to these and other questions that have been 
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CITY OF DANVILLE CASE 





CASE NO. 5027. (34 I. C. C., 430-441) 
CITY OF DANVILLE, VA., ET AL. VS. SOUTHERN RAIL- 
WAY CO. ET AL. 


Submitted Jan. 7, 1914. Decided June 14, 1915. 


1. Danville Adjustment Not Unreasonable.—The general adjust- 
ment of rates between Danville, Va., and points in the 
west, east and south not found to be unreasonable or un- 
justly discriminatory, but in view of readjustments in rates 
from the west to points in North Carolina and in South 
Carolina and the establishment to such points of rates on 
grain and grain products and on flour lower than the class 
rates, the carriers will be expected to establish correspond- 
ing rates on those commodities to Danville. 

2. Coal Rate Reduced 10 Cents.—Rate of $2.20 per net ton for 
the transportation of bituminous coal to Danville from 
mines in the Pocahontas fields of West Virginia found to 
be unreasonable and rate of $2.10 prescribed for the future. 





E. Walton Brown, Charles Conradis and Arthur B. Hayes 
for complainants; R. Walton Moore and Charles D. Drayton 
for defendants. 


CLEMENTS, COMMISSIONER: 


In this complaint, brought by the city and a number of the 
commercial and manufacturing interests of Danville, Va., it is 
alleged that the present adjustment of rates between Danville 
and points in the west, east and south is unreasonable in and 
of itself; unjustly discriminatory in that it unduly prefers 
Lynchburg, Richmond and Roanoke, Va., and in some instances 
in contravention of the provisions of the fourth section of the 
Act to regulate commerce. The rates on coal from the Poca- 
hontas and other West Virginia fields to Danville are specific- 
ally challenged, both as unreasonable and unjustly discrimina- 
tory, and will be considered separately. Reparation is asked. 

The issues in this case are substantially the same as those 
in City of Danville vs. S. Ry. Co., 8 I. C. C., 409, decided Feb. 
17, 1900, in which the Commission held that rates from the 
west, east and south might properly be higher to Danville than 
to Lynchburg by not more than certain percentages—10 per 
cent from northern and eastern cities and from New Orleans, 
and 15 per cent from the west. The petition of the Commis- 
sion to the courts for the enforcement of its order was dis- 
missed upon the ground that in the absence of a showing of 
inherent unreasonableness in the rates to Danville the exist- 
ence of lower rates to Lynchburg, resulting from real and sub- 
stantial competition, did not create such unjust discrimniation 
as was forbidden by the act. 117 Fed., 741; 122 Fed., 800. The 
present relationship of rates is substantially the same as that 
in eect in 1900. 

Norfolk, Va. (or points in its immediate vicinity), is the 
eastern terminus of the Chesapeake & Ohio and Norfolk & 
Western railways, which reach Cincinnati, Ohio, and other 
points in Central Freight Association territory, and of the 
Virginian Railway, which runs west 436 miles to Deepwater, 
W. Va., there connecting with the Chesapeake & Ohio. The 
Chesapeake & Ohio passes through Richmond and Lynchburg, 
points 85 and 204 miles, respectively, west of Norfolk, and the 
Norfolk & Western passes through Lynchburg and Roanoke, the 
latter being 243 miles west of Norfolk and served from that 
point also by the Virginian Railway. The Southern Railway, 
the only southeastern carrier extending north of the points 
named, has a line from Washington, D. C., through Lynchburg 
and Danville (174 and 240 miles, respectively south thereof) to 
Atlanta and other points in the south and in connection with 
the Cincinnati, New Orleans & Texas Pacific, which it controls, 
to Cincinnati and Louisville. The Southern also has lines from 
Danville, which is a few miles north of the Virginia-North 
Carolina state line, east to Norfolk, 207 miles, and northeast 
to West Point, Va., the latter line passing through Richmond, 
141 miles from Danville. Richmond is the southern terminus of 
the Richmond, Fredericksburg & Potomac Railroad, the direct 
line to Washington, and one of the northern termini of the 
Seaboard Air Line and Atlantic Coast Line railways. Danville is 
served also by the Danville & Western Railway, a line running 
west therefrom to Stuart, Va., and connecting at Koehler, Va., 
47 miles from Danville, with the Winston-Salem division of the 
Norfolk & Western. This line is controlled by the Southern 
Railway. 

Danville is in Carolina territory, which includes that por- 
tion of Virginia, the Carolinas and Georgia lying south of the 
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main line of the Norfolk & Western from Norfolk to Roanoke, 
thence to Bristol, Tenn.-Va., and north of a line from Atlanta, 
Ga., through Augusta, Ga., to Charleston, S. C. This territory 
is served primarily by north and south lines, differing in that 
respect from Trunk Line territory, in which, due to the in- 
fluence of strong east and west lines, the points alleged to be 
unduly preferred, hereinafter referred to as the Virginia cities, 
are grouped. 


The class rates, in cents per 100 pounds, in effect to Dan- 
east and 


ville from various important points in the west, 
south, are as follows: 

From— ‘£2 4 8 @ 2&2 62 822 2 
Cincinnati .... 68 56 45 33 28 21 19 27 23 20 30 30 46 
Louisville .... 68 56 45 33 28 21 19 27 23 20 30 30 46 
Chicago ...... 103 86 67 48 41 31 31 39 33 30 43 45 66 
Baltimore: 

All rail ..... 71 60 49 36 29 23 23 26 23 21 29 36 44 
R. &W.... 63 54 44 32 26 21 21 24 21 19 26 32 40 
New York: a 
All rail ..... 77 66 55 40 33 27 27 30 27 25 32 40 52 
R. & W.... 69 60 50 36 30 25 25 28 25 23 29 36 48 
pe aero 84 74 64 50 43 33 24 31 28 25 43 50 54 
New Orleans... 110 97 85 70 56 46 34 41 38 35 55 68 74 


*Per barrel. 


The class rates in effect to the Virginia cities from the 
same points on the date of hearing were as follows: 


From—- 1 2 3 4 5 6 A BCODEHA F 
Cincinnati .. 62 53% 40% 27% 23 18% .. «2 «2 2s oe oe oe 
Louisville .. 62 53% 40% 27% 23 18% .. 

Chicago ..... 72 62 47 #32 27 22 ~=~«. 


Baltimore: 
Richmond. 26 22 18 16 13 10 10 16 10 10 13 16 .. 
Lynchburg. 52 45 35% 24 20 16 16 20 16 16 20 24 32 
Roanoke... 58 49 38% 27 23 19 ia ee “Sa ae ee 
New York: 


Richmond.. 37 32 26 28 17 14 14 23 14 14 17 23 .. 
Lynchburg 54 47 3 25 22 18 18 22 18 18 22 25 36 
Roanoke... 68 59 51 32 28 23 2 «2 oe os oe oe oe 
Atlanta .... 84 76 64 52 43 40 24 34 28 27 45 55 55 
New Orleans 92 82 72 58 47 41 387 46 38 37 56 57 74 


Effective in February, 1915, rates from points in Central 
Freight and Trunk Line Association territories to the Virginia 
cities were increased, approval having been given by the Com- 
mission in its report upon supplemental hearing in the Five 
Per Cent case, 31 I. C. C., 325 (The Traffic World, Dec. 26, 1914, 
p. 1152), and the current rates are as follows: 


From— 1 2 3 4 5 6 
CEE 9:5 csdsaceeen 65.6 56.4 42.7 29.0 24.4 19.9 
DEE cnc sesneee 65.6 56.4 42.7 29.0 24.4 19.9 
CE nc eneeer es snes 75.8 65.3 49.5 33.8 28.5 23.3 
Baltimore: 

ee, eee 27.6 23.4 19.2 17.0 13.8 10.6 

EGCMDGTE 2 cccccces 54.6 47.3 37.3 25.2 21.0 16.8 

TRORMGRS $ cccccvcsecess 60.9 51.5 40.4 28.4 24.2 20.0 
New York: 

eee 38.6 33.4 27.2 24.0 17.8 14.6 

EOMOCMOETE occcccese 56.7 49.4 39.9 26.3 23.1 18.9 

eee 71.4 62.0 53.6 33.6 29.4 24.2 

From— A B c D E H y 
Cincinnati aie toni 
Louisville ..... 

CRICREO . 0.00. 

Baltimore: 
Richmond .. 10.6 17.0 10.6 10.6 13.8 17.0 iapiat’ 
Lynchburg .. 16.8 21.0 16.8 16.8 21.0 25.2 33.6 
TRORMOMS 2225 cece ane “ane sient 

New York: 
Richmond 14.6 24.0 14.6 14.6 17.8 24.0 ce 
Lynchburg 18.9 23.1 18.9 18.9 23.1 26.3 37.8 
pS ae cae wee anes Tey : 


The short-line mileages from-the points of origin named to 
Danville and to Lynchburg, the latter being the Virginia city 
——— used by complainants for comparative purposes, are 
as follows: 
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To To Lynch- 


Danville, burg, 

From— miles. miles. 
CE (Saina Jone naka d hatilokeevceeddiect tee 536 470 
REE | ERR oh s aii Nawa aed oe tls MOGRe eco uads 599 533 
9 65 5 dhbb b's dain K PAK. os Cam as.obis caiteh BsSo hile 820 754 
I: ho AS ee Sh he ixke ice eetiiiea 278 212 
IE a cE ea Perens ddashdSitnd oS oeo6 and 467 401 
MAR 60S iS dndhe KAA db ORR bn KAS Pikes Keidekes 409 475 
FF Oe ae ee re ea | 902 946 


From the west the short line to Lynchburg is the Chesa- 
peake & Ohio, which from Louisville is 187 and from Cincin- 
nati 272 miles shorter than the route of the Southern Railway 
through North Carolina. The short route to Danville is via 
Lynchburg, the route of the Southern being longer from Louis- 
ville by 55 miles and from Cincinnati by 140 miles. The lat- 
ter carrier has made arrangements, however, to deliver to the 
Chesapeake & Ohio at Lexington, Ky, traffic originating on its 
lines in the west and destined to the Virginia cities, thus prac- 
tically retiring from this traffic as a delivering line. It has 
not actively engaged in export traffic from the west to Norfolk 
for about two years, and for some time has not solicited or 
2 in any quantity traffic from the west to the Virginia 
cities. 

From New Orleans the short-line rail route to Lynchburg 
is via Chattanooga, Tenn., and Bristol, Tenn.-Va., this route 
(of which the Southern is a link) being 22 miles shorter than 
the route via Atlanta and the Southern beyond. The latter is 
the short route to Danville. The testimony indicates, as will 
be explained hereinafter, that the rail rate-making routes to 
Lynchburg are those formed by the Illinois Central or other 
New Orleans lines in connection with the Chesapeake & Ohio 
or Norfolk & Western. The distance to Lynchburg via the 
Illinois Central and Chesapeake & Ohio is 1,320 miles. 

From eastern port cities and interior eastern points the 
majority of the traffic to Carolina territory moves by the rail- 
and-water routes. The Southern participates in this traffic 
via its lines from Norfolk, but it is stated that it has never 
solicited, and has now made arrangements to withdraw from 
rail-and-water traffic to the Virginia cities, except from Balti- 
more and contiguous points in connection’ with the route of 
the Chesapeake Steamship Co. to West Point, Va., its own line 
to Richmond, and the Chesapeake & Ohio beyond. From New 
York and the east generally the short rail line to both Lynch- 
burg and Danville is over the Southern from Washington. 

In the adjustment of rates from the Buffalo-Pittsburgh zone 
and points west thereof to the Atlantic seaboard the basic rate 
is that from Chicago to New York, other points in the west 
taking percentages thereof and rates to other eastern ports 
being made differentials higher or lower than the New York 
rates. Norfolk has for a number of years taken the same rates 
as Baltimore, the causes leading to the present adjustment 
being stated as follows in the report in the former Danville 
case: 


“«“* *  * The Baltimore rate, owing to various competitive 


influences, was, previous to the construction of the Chesapeake 
& Ohio Railway, an extremely low rate. We find from the tes- 
timony in this case that the Chesapeake & Ohio determined to 
place Richmond and Norfolk upon an equality with Baltimore 
in the matter of rates, and that subsequently, upon the passage 
of the Interstate Commerce Act, it so interpreted the 4th 
section of that act as to give to all intermediate points as low 
a rate as the more distant point. When the Norfolk & Western 
entered Richmond, Lynchburg and Norfolk it found this rela- 
tion in rates in effect, and that relation has ever since been 
maintained. The Southern was the last competitor to enter 
this territory, and we find upon the testimony of Mr. Culp, its 
traffic manager, that the policy of that line has been to meet 
: Richmond, Lynchburg and Norfolk the rates made by other 
ines, 


‘“‘We do not find, as claimed by the Southern Railway, that 
the Baltimore rate has fixed the Richmond and Norfolk rate. 
Upon the other hand, these two rates have mutually interacted 
the one upon the other, and while the Baltimore rate has been 
subject to reductions by influences from the north as well as 
from the south, we think that the Norfolk rate may have 
operated to reduce the Baltimore rate quite as frequently as 
the reverse. Neither do we find, as claimed by this same 
defendant, that the Chesapeake & Ohio has been responsible all 
along for the Richmond, Lynchburg and Norfolk rates, and that 
the Norfolk & Western, upon entering the field, and subse- 
quently the Southern, have simply met those rates. These 
three lines of railway are in competition for this business, and 
there is no evidence which satisfies us that any one of them 
has been in the past, or will be in the future, entirely respon- 
sible for fluctuations in the competitive rates.’’ 


Cincinnati is an 87 and Louisville is a 100 per cent point 
in the trunk line adjustment, but to the Virginia cities the 
lines from Louisville have established therefrom the same 
rates as are applicable from Cincinnati. The first-class rate 
from Chicago to New York prior to the recent general increase 
was 75 cents per 100 pounds, and that to Baltimore (and con- 
sequently to Norfolk and the other Virginia cities), 72 cents. 
The first-class rates from Cincinnati and Louisville were ac- 
cordingly 65 cents to New York and 62 cents to Baltimore and 
the Virginia cities. 

The testimony is that on traffic from Chicago to the Vir- 
ginia cities the Chicago-Cincinnati lines generally demanded as 
a division their full locals to Cincinnati (40, 34, 25, 17, 15 and 
12), and in order for the Cincinnati-Norfolk lines to participate 
in traffic to Norfolk at an equality of rates with Baltimore it 
was necessary for them to establish proportionals equal to the 
difference between the Chicago-Baltimore and the Chicago- 
Cincinnati rates as follows: 32, 28, 22, 15, 12 and 10; these 


proportionals being applicable to traffic to all of the Virginia 
cities and through Louisville as well as Cincinnati. 
Class rates from Cincinnati and Louisville to Danville are 
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made by combination of the proportionals referred to between 
Cincinnati or Louisville and Lynchburg and the local rates of 
the Southern Railway, which are published also as proportion- 
als, beyond, the latter being as follows: 36, 28, 23, 18, 16, 11, 
9, 12, 12, 9, 16, 18 and 24. From Chicago the lines to the Virginia 
cities publish proportionals applicable on traffic to points in 
Carolina territory on a scale of 67 cents first class and these 
added to the local rates of the Southern result in rates to 
Danville highér by 31 cents, first class, than the former Lynch- 
burg rates and lower by 5 cents, first class, than the former 
combination on Lynchburg. Rates to Danville are now higher 
by 27.2 cents first class than those to Lynchburg and lower 
by 8.8 cents first class than full combination on that point. 
The proportionals from Chicago to Lynchburg were made by 
the addition of the Cincinnati to Virginia cities proportionals 
and differentials to Cincinnati somewhat lower than the local 
rates. Rates to Danville from St. Louis, a 117 per cent point in 
the trunk line adjustment, are higher than those from Cincin- 
nati or Louisville by the following differentials: 33, 29, 22, 15, 
13, 10, 9, 12, 9, 7, 13, 15 and 18. 

Rates from the Buffalo-Pittsburgh zone to the Virginia 
cities are the same as the rates from the Columbus, Ohio, zone 
to Baltimore, it being stated that the trunk lines not feeling 
justified in extending to the Virginia cities the rate to Balti- 
more from Pittsburgh, published thereto the rate from the next 
zone west. To Carolina territory, however, rates from Pitts- 
burgh are made by the use of arbitraries or specifics to the 
Virginia cities generally lower than the local rates in effect 
prior to the recent general increase, to which are added the 
local rates of the Southern beyond. 


From the west through class rates to Danville are gov- 
erned by the Southern Classification, whereas those to the Vir- 
ginia cities are governed by the Official classification, the dif- 
ference in ratings resulting in some cases in rates to Danville 
equal to or even lower than those to Lynchburg. To illustrate, 
certain classes of furniture are rated second class in Official 
and third class in Southern classification, the rates on the re- 
spective classes from Cincinnati being 56.4 cents to Lynchburg 
and 45 cents to Danville. A number of instances of this kind 
are cited, but the record does not contain any definite state- 
ment of the extent to which such differences exist. 

The differences between the rates on the numbered classes 
to Danville and Lynchburg from Cincinnati, Louisville and Chi- 
cago are now as follows: 


ee Sesh" stahaisasidiat ae 2 3 4 5 6 
From Cincinnati ........ of SBA 22 €O 36 i112 
Prom Louisville... ..ccene ae, 704 8S 49. 3S ii 
BrOmM CRICHRO 2 00 0<sevcres 27.2 20.7 17.6 14.2 12.5 17.7 


*Danville lower than Lynchburg. 


Due, however, to the differences in rating under the two 
classifications, the establishment of commodity rates and other 
causes the above are not accurate measures of the differences 
in rates actually paid to the two points. For instance, on grain 
from Chicago, Danville pays 26.2 cents per 100 pounds, or full 
combination of 17.2 cents to Lynchburg and the Class D rate 
of 9 cents beyond. From Cincinnati the rate on this commod- 
ity to Danville is the Class D rate of 20 cents, while to Lynch- 
burg there is a commodity rate of 14.9 cents. From Hillsdale, 
Mich., the rate on flour to Danville is 28.4 cents per 100 pounds, 
constructed 16.4 cents to Lynchburg and the local Class F 
rate of 12 cents beyond. From Zanesville, Ohio, the rate on 
agricultural implements to Danville is also full combination on 
Lynchburg, 32.3 cents, using the sixth-class rate of 11 cents 
from the basing point. From Pittsburgh the rate to Danville 
on iron and steel articles, which constitute the greater portion 
of the traffic, is 29% cents; to Lynchburg the rate has been 
increased from 20 to 21.3 cents. From Grand Rapids, Mich., 
the rate on furniture rated second class in Offigial Classification 
is 62.6 cents to Lynchburg, while to Danville the Cincinnati 
combination applies, 83.3 cents—38.3 cents to Cincinnati plus 
the third-class rate under the Southern classification of 45 
cents. From Cincinnati and Louisville to Lynchburg there is 
an any-quantity commodity rate of 29 cents per 100 pounds on 
unmanufactured tobacco, while to Danville there is a carload 
rate of 27% cents, minimum 24,000 pounds, and a less-than- 
carload rate of 30 cents. 

No through class rates are published from Danville to the 
Ohio River or beyond, westbound traffic, which consists largely 
of manufactured articles, moving on commodity rates higher 
than the local rates from Lynchburg by certain arbitraries or 
differentials. On smoking tobacco and cigarettes, any quantity, 
the rates from Danville are 20 cents higher than the Lynchburg 
rates, or 77.6 and 82.8 cents to Cincinnati and Chicago, re- 
spectively, the arbitrary stated being 16 cents per 100 pounds 
less than the local rate from Danville to Lynchburg. Prior to 
the recent general increase the rates on cotton piece goods 
from Danville to Cincinnati and Chicago were higher than 
corresponding rates from Lynchburg by 15 and 18 cents per 
100 pounds, respectively. The current rates from Lynchburg, 
however, have been increased to 42 cents and 46.2 cents, while 
from Danville the rates remain 55 cents and 61 cents respect- 
ively. 

From eastern port cities the rail carriers meet the ocean 
rates to Norfolk, and there are no differentials between routes 
to Lynchburg, the rates to which are governed by the trunk 
line adjustment to the west. There are differentials at Dan- 
ville in favor of the water-and-rail routes on the following 
scale: 8, 6, 5, 4, 3 and 2. The differentials at points south 
thereof are on a scale of 12 cents, first class. 


Rail-and-water rates to Danville were made by the addi- 
tion to the Richmond to Danville locals (46, 38, 31, 21, 17-and 
14) of differentials lower than the former local rates from Bal- 
timore to Richmond by the following amounts: 9, 6, 5, 5, 4 and 
3. Prior to the recent general increase the all-rail rates from 
Baltimore to Danville were therefore equal to or but 1 cent per 
100 pounds lower than the full combination on Richmond. Rates 
to Danville from New York are higher than those from Balti- 
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more by 6 cents on the first three and 4 cents on the other 
numbered classes. 

From Atlanta the rates to Danville are generally the same 
as or somewhat lower than those to the Virginia cities. From 
New Orleans the rail rates to Norfolk, which are carried to 
the other Virginia cities, due to the handling of New Orleans 
traffic by the lines from Norfolk to the west in connection with 
the Illinois Central and other New Orleans lines, are made 
with relation to the ocean rates, only a few of which, however, 
appear of record. The basis from New Orleans to Danville is 
2 cents over Greensboro, N. C., with combination on the Vir- 
ginia cities as maxima; consequently the Danville rates are 
generally higher than those to the more distant Virginia cities 
and sometimes lower than those to Greensboro. The ocean 
rates on molasses from New Orleans are 24 cents to Norfolk 
and Richmond and 25 cents to Lynchburg. The rail carriers 
established at Norfolk and extended to the other Virginia cities 
a rate of 30 cents, any quantity, on molasses, and the local 
rate from Lynchburg to Danville is 16 cents. The Greensboro 
rates are 44 cents, carloads, and 47 cents, less than carloads. 

To New Orleans the Virginia cities rates are generally car- 
ried as maxima from Carolina territory, this adjustment 
being due, it is stated, to the desire of the carriers to enable 
manufacturers in Carolina territory to market their products 
in the south in competition with manufacturers in other sec- 
tions of the country. 

It is stated in complainants’ brief that they are ‘‘more 
concerned in securing’ a general order from the Commission 
which will necessarily apply to all Danville rates from and to 
all sections of the country than an order changing rates on 
particular articles from or to specific points of origin or des- 
tination, although an order as to specific commodities may 
appear advisable;” also that “it would be manifestly impos- 
sible for an order or decree to go further than to be somewhat 
general in its terms and acting upon the system of rate mak- 
ing as a‘ecting the great majority of rates.’”’ It, in fact, 
would be impracticable for the Commission, upon the record 
before it, which deals with the Danville rate situation gen- 
erally, to pass specifically upon any substantial number of the 
individual] rates cited by complainants, whose idea appears to 
be to secure a change in the relationship in rates between 
Lynchburg and Danville, rates to the latter not to be more than 
a certain per cent higher than those to the former or to be a 
certain per cent less than the full combination on Lynchburg. 
The rates in which complainants are principally interested are 
those on the staple commodities handled by jobbing houses, 
it being their desire to increase the territory in which they can 
compete with Lynchburg and the other Virginia cities. 


There was considerable testimony as to the disadvantage 
under which Danville is laboring, it being contended that it can 
compete with Lynchburg in but a very limited territory to the 
north of Danville and to the south thereof for a distance of 
only about 150 miles, beyond which Lynchburg has an ad- 
vantage, due to the fact that the combination of the rates 
into and out of that point is lower than a similar combination 
on Danville. There has been some modification of this, of 
course, due to the recent general increase in rates to Lynch- 
burg. There was also testimony as to the inability of Danville 
to secure the location there of factories, due, it is contended, 
to the more favorable adjustment enjoyed by the Virginia 
cities, and it is pointed out that while the amount now invested 
in manufacturing in Danville is large, comparing favorably with 
that invested at Lynchburg, about 90 per cent of it is in one 
cotton-milling concern, which is not a party to this proceeding. 


The adjustment of rates from the west to Carolina ter- 
ritory has been the source of much controversy and has been 
considered by the Commission in a number of cases. Subse- 
quent to the hearing in this case the carriers made general 
readjustments to points both in North and South Carolina, 
under which through rates from the west are made by the ad* 
dition to the proportional rates to the basing points of pro- 
portionals substantially lower than the local scale. For in- 
stance, to Greensboro, N. C., a point on the Southern Railway, 
to which Danville is intermediate and 48 miles less distant 
from Lynchburg, the reductions amount to 11, 8, 8, 6, 6, 4, 3, 3, 
4, 4, 5, 5 and 6, the proportionals from Lynchburg being 50, 43, 
34, 26, 22, 17, 14, 19, 17, 14, 23, 27 and 34. In addition commod- 
ity rates have been established on certain staple articles, the 
rates from Cincinnati and Louisville on grain and grain prod- 
ucts generally being 1 cent per 100 pounds lower than the 
Class D rates, and those on flour 4 cents per barrel lower than 
the Class F rates. Class and commodity rates from Evansville, 
Cairo, St. Louis, Memphis and Nashville are differentials over 
or under the rates from Cincinnati and Louisville. These re- 
adjustments resulted in slight increases in discrimination 
against certain intermediate points on the more circuitous 
routes through Knoxville and Asheville, but there are no devia- 
tions on the routes through the Virginia cities. Authority to 
establish the reduced rates via the longer routes'was granted 
by the Commission, the rates to North Carolina being dis- 
cussed in Rates to North Carolina, 29 I. C. C., 550 (The Traffic 
World, March 21, 1914, p. 557). 

Subsequent to the establishment of the rates in question 
the Corporation Commission of the State of North Carolina re- 
quested the Commission to dismiss a complaint filed by it, in 
which was challenged the reasonableness of class and com- 
modity rates to Greensboro from points in Central Freight 
Association territory and from Lynchburg, whereupon the com- 
plaint was dismissed. The Odell Hardware Co., of Greensboro, 
had filed a substantially similar complaint and intervening pe- 
titions had been filed on behalf of several other North Caro- 
lina points which desired to secure the benefit of any reductions 
which might be ordered, and hearing was had and decision 
rendered thereon, the finding of the Commission being that the 
rates to Greensboro and the other points involved from the 
Ohio River crossings, from points in Central Freight Associa- 
tion, Buffalo-Pittsburgh and Eastern Seaboard territories, and 
from Lynchburg were not shown to be unreasonable or unjustly 
discriminatory. Corporation Commission of North Carolina vs. 
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Ry. Co., 33 I. C. C., 487 (The Traffic World, April 24, 1915, p. 


The present class rates from Cincinnati and Louisville to 
Greensboro are 82, 71, 56, 41, 34, 27, 24, 34, 28, 25, 37, 39 and 56, 
and exceed the Danville rates by the following amounts: 14, 15, 
11, 8, 6, 6, 5, 7, 5, 5, 7, 9 and 10. 

As hereinbefore stated, Greensboro’s rates are made by the 
use of proportionals from Lynchburg, while Danville’s rates are 
made by the use of the local rates from the same piont pre- 
scribed by the state commission, but it should be borne in 
mind that it is the reasonableness of the total rates and not of 
any portion thereof which is challenged, and that should pro- 
portionals be established from Lynchburg to Danville the 
result would be rates to the latter points from the Ohio River 
crossings lower than are in effect to Lynchburg, for which 
there is no justification. As a matter of fact, complainants do 
not contend that Danville should have as low rates from the 
west as Lynchburg. 

Upon consideration of all of the facts of record we are of 
opinion that the rates to Danville from the west have not been 
shown to be unreasonable and that the present adjustment 
from that section does not subject Danville to undue prejudice 
or disadvantage or the Virginia cities to undue preference or 
advantage. We are of opinion, however, in view of the read- 
justment to Carolina points and the establishment from Cin- 
cinnati and Louisville and related points of commodity rates on 
those articles generally lower than the class rates, that Dan- 
ville should be given rates from Cincinnati and Louisville on 
grain and grain products 1 cent per 100 pounds lower than the 
Class ‘D rate and on flour 4 cents per barrel lower than the 
Class F rate, with rates from the other crossings referred to 
above on the same relationship as exists between said cross- 
ings in rates on these commodities to Greensboro. In view of 
the fact that the North Carolina readjustment :was not brought 
in issue by the complaint, we will not make an order covering 
these grain and flour rates, but the carriers will be expected 
to establish them within 60 days from the service of this re- 
port, failing which the complainants may take appropriate 
steps to bring the matter before us. 

From the east Lynchburg has the benefit of location, being 
66 miles nearer than Danville by the all-rail short-line route, 
and being served by strong lines from the seaboard to the west 
which do not maintain lower rates via rail and water than via 
all rail, and this, together with the better operating condi- 
tions and greater density of traffic over the lines from Norfolk 
to Lynchburg, nullifies to a great extent the effect of the prac- 
tical equality of distance to the two points from the port 
named. 

As a result of water competition and the extension to the 
intermediate points on the lines to the west of the all-rail rates 
to Norfolk, Lynchburg has lower rates from New Orleans than 
Danville, an intermediate point. The justification for the differ- 
ence between the rates to the two points can be determined 
more Satisfactorily upon the applications filed by the carriers 
in accordance with the requirements of the amended fourth 
section. ' 

Upon consideration of the facts of record we are of opinion 
that the general adjustment of rates from the east or south 
has not been shown to be unreasonable or to result in undue 
prejudice or disadvantage to Danville or shippers located at 
that point or in undue preference to the Virginia cities or ship- 
pers located there. 

Rates on Coal. 


The rates on coal challenged are those from the Poca- 
hontas and other West Virginia fields on the Norfolk & West- 
ern Railway. Bluefield, W. Va., a point 160 miles west of 
Lynchburg, is the assembling point for coal from the Pocahon- 
tas, Clinch Valley and Tug River districts, from which the 
rates are $1.50 to Lynchburg and $2.20 per net ton to Danville. 
The approximate average haul from these districts to Lynch- 
burg is 205 miles, and to Danville 271 miles via Lynchburg and 
the Southern and 259 miles via Koehler, Va., and the Danville 
& Western. 

The rate from the districts named to Roanoke, 55 miles 
west of Lynchburg, is $1.30 per ton, and to points east of that 
the rate of $1.50 is blanketed to and including Norfolk. Except 
for a few stations adjacent thereto, rates to points on the 
Southern Railway south of Lynchburg are blanketed—$2 to sta- 
tions within 40 miles of Lynchburg; $2.20 to stations farther 
distant to and including Danville; and $2.30 to stations south 
of the latter point to and including Greensboro. In Board of 
Trade of Winston-Salem, N. C., vs. N. & W. Ry. Co., 26 I. C. 
C., 146 (The Traffic World, March 1, 1913, p. 524), the Commis- 
sion considered the rates from the districts named to Winston- 
Salem, N. C., and Martinsville, Va., the former being the ter- 
minus of and the latter a point 62 miles south of Roanoke on 
a branch of the Norfolk & Western Railway running south 
from that point 122 miles. Those rates were $2.10 and $2 per 
ton, respectively, the former having been prescribed by the 
Commission in Board of Trade of Winston-Salem, N. C., vs. 
N. & W. Ry. Co., 16 I. C. C., 12 (The Traffic World, April 24, 
1909, p. 567), and the Commission prescribed a rate of $1.80 to 
Martinsville. This rate is now carried to intermediate stations 
on the branch line except those within a few miles of Roanoke, 
which take somewhat lower rates. The rate of $2.10.is car- 
ried to stations intermediate Martinsville and Winston-Salem. 
The rate to Danville & Western stations intermediate Koehler, 
which is about four miles from Martinsville, and Danville is 
$2.20. Prior to May 24, 1909, on which date the rate to Win- 
ston-Salem was reduced pursuant to order of the Commission 
in the first Winston-Salem case, the rate to Danville was $2.30 
per ton. 

The average ton-mile earnings on coal moving to Danville 
via Lynchburg are 8.1 mills; the car-mile earnings on a car of 
50-ton capacity 40% cents; the earnings on a car of the size 
stated $110. The average assembling haul from the three dis- 
tricts to Bluefield was found in the last-cited Winston-Salem 
case to be 45 miles. 

Upon consideration of the facts of record we are of opinion 
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that the rate of $2.20 per ton to Danville is unreasonable to 
the extent it exceeds $2.10 per ton, and the latter will be pre- 
scribed as the maximum for the statutory period. 

We are not of opinion that reparation should be awarded. 


FINDINGS MADE DEFINITE 


CASE NO. 2420 (35 I. C. C., 38-41) 
LOUISIANA CENTRAL LUMBER CO. ET Au. VS. CHICAGO, 
BURLINGTON & QUINCY RAILROAD CO. ET AL. 
Submitted Feb. 12, 1914. Decided July 7, 1915. 
Findings in original report herein, 19 I. C. C., 333, made definite 
and certain and decision awarding reparation on shipments 
of yellow-pine iumber from points in Louisiana, Texas, Ar- 
kansas and Missouri to points in Kansas, Nebraska, Colo- 

raao and Wyoming affirmed. 








J. S. Burchmore, L. M. Walter and W. R. Thurmond for 
certain complainants. R. B. Scott for Chicago, Burlington & 
Quincy Railroad Co. and Union Pacific Railroad. H. A. Scand- 
rett, N. H. Loomis and L. T. Wilcox for Union Pacific Railroad 
Co. L. T. Wilcox for Union Pacific Railroad Co. L. T. Wilcox 
for Louisiana Western Railroad Co., Morgan’s Louisiana & 
Texas Railroad & Steamship Co. and Texas & New Orleans 
Railroad Co. M. L. Clardy, H. G. Herbel and F. G. Wright 
for Missouri Pacific Railway Co. and St. Louis, Iron Mountain 
& Southern Raiiway Co. S. H. West and E. A. Haid for St. 
Louis Southwestern Railway Co. and St. Louis Southwestern 
Railway €o. of Texas. J. M. Souby for Kansas City Southern 
Railway Co. W. T. Hughes for Chicago, Rock Island & Pacific 
Railway Co. 


BY THE COMMISSION: 


The original comp!aint in this case attacked the rates on 
yellow-pine lumber and its products from producing territory 
in Louisiana, Texas, Arkansas and Missouri to points in Ne- 
braska, Kansas, Wyoming and Colorado. For some years prior 
to Dee. 10, 1908, defendants published joint rates equal to the 
combinations on Lincoln and Omaha; except to points in Kan- 
sas, Colorado, Wyoming and western Nebraska, where the joint 
rates were lower than this combination. On various dates be- 
tween Dec. 10, 1908, and Feb. 7, 1909, inclusive, the Chicago. 
3urlington & Quincy Railroad, the Union Pacific Railroad and 
the St. Joseph & Grand Isiand Railway withdrew their con- 
currence in the tariffs naming the joint rates, leaving the 
Omaha and Lincoln combinations in effect on traffic to points 
reached by their several lines. After the origina! complaint 
had been filed, April 28, 1909, the carriers defendant re-estab- 
lished the joint rates previously in effect to Kansas, Colorado 
and Wyoming points. Our original report, 19 1. C. C., 333 (The 
Traffic World, July 23, 1910, p. 166), stated in part that— 


“In the case of Commercial Club of Omaha vs. A. & S. R. 
Ry. Co., 18 I. C. C., 532, the Commission has re-established the 
rates of 25 cents to Omaha and Lincoln. This rate, in con- 
junction with the local rates from Omaha and Lincoin to Ne- 
braska points, which have recently been lowered by an act of 
the Nebraska !egislature, will doubtless secure to the com- 
plainants the rates which they desire to the greater part of the 
territory in controversy. There remains, however, an area in 
western Nebraska intermediate to points reached by the de- 
fendants’ lines in Colorado and Wyoming, to which through 
rates, made up of the Omaha and Lincoln combination, will 
exceed the Colorado common-point and Cheyenne rates. In 
our judgment, the rate to Colorado common points should be 
observed as maximum to points in western Nebraska east of 
the Colorado line, while the Cheyenne rate should be observed 
as maximum to points on the line of the Union Pacific Railroad 
Co. from Ralton to Smeed, Neb., inclusive.’’ 


An order was entered requiring the defendants to establish 
rates for the transportation of yel!ow-pine lumber and its prod- 
ucts in carloads from the various producing points named in 
the complaint to western Nebraska points reached by the 
Chicago, Burlington & Quincy Railroad and the Union Pacific 
Railroad. On the question of reparation we said that— 


‘‘Reparation will be awarded on all shipments moving tc 
points reached by the lines of the defendants in Kansas, Colo- 
rado and Wyoming during the period while the higher rates 
were in effect. Reparation will also be awarded on all snip- 
ments moving to western Nebraska points, the rates to which 
are herein found to have been unreasonable. The case will be 
he!d open for further testimony as to the amount of repara- 
tion.’’ 


At subsequent hearings the Louisiana Central Lumber Co., 
the Louisiana Long Leaf Lumber Co., the Longville Lumber 
Co., the Rapides Lumber Co., the Globe Lumber Co., the Bow- 
man-Hicks Lumber Co. and the Pickering Lumber Co., herein- 
after called complainants, appeared and offered proof in sup- 
port of their claims for reparation. None of the other com- 
plainants appeared and no evidence was offered to support 
their claims. Complainants sold their shipments delivered at 
destination; the freight charges were paid in the first instance 
by the consignee, but were charged back to complainants by 
deduction from complainants’ invoices. These facts assimilate 
the case in its reparation features to Commercial Club of Omaha 
vs. A. & S. R. Ry. Co., 27 I. C. C., 302 (The Traffic World, July 
>, 1913, p. 4). in which reparation was awarded. 

Complainants seek reparation on a number of shipments 
moved to points in interior and eastern Nebraska, to which the 
through rates were based on, or were equal to, the combinations 
of intermediate rates to and from Lincoln or Omaha, 26.5 cents 
per 100 pounds to Lincoln or Omaha plus the local rates be- 
vond. No definite finding was made in our original report that 
the rates charged to these points were unreasonable. In Com- 
mercial Club of Omaha vs. A. & S. R. Ry. Co., 18 I. C. C., 532 
‘The Traffic World, June 25, 1910, p. 841), we found that the 


THE TRAFFIC WORLD 283 


rate cf 26.5 cents per 100 pounds from producing points in 
Arkansas, Louisiana and Texas to Lincoin and Omaha was un- 
reasonable to the extent that it exceeded 25 cents per 100 
pounds and awarded reparation. 

Upon the facts disclosed we find that the through rates to 
interior and eastern Nebraska destinations based on Lincoln or 
Omaha, here involved, were unreasonable to the extent that 
they exceeded rates composed of a rate of 25 cents per 100 
pounds to Lincoln or Omaha pius the rates concurrently in effect 
peyond on interstate traffic. 

Defendants contend that we are without jurisdiction to 
award reparation in this case, because the complaint was in- 
sufficient to toll the statute of limitations and because the 
claims for reparation were not proved within two years after 
the shipments were delivered. The contention is without merit. 
The complaint set forth in detail the points of origin and des- 
tination involved, the rates charged, and the rates previously 
in effect which-were aileged to be reasonable. It concluded 
with the following prayer for reparation: 


“That defendants be commanded to cease charging said 
unjust and unreasonable rates and that they be required to 
make reparation to these complainants for a!l sums collected 
by these defendants in excess of the sums they would have had 
to pay upon said shipments at the old through rates on all 
shipments made by these complainants since said cancellations 
were made. * * *%” 


Following Michigan Hardwood Mfrs. Assn. vs. Transcontinental 
Freight Bureau, 27 I. C. C., 32 (The Traffic World, May 24, 
1913, p. 1122), and Mountain Ice Co. vs. D., L. & W. R. R. Co., 
21 I. C. C., 45 (The Traffic World, June 3, 1911, p. 996), we find 
that the ciaims are not: barred. 

The joint rates in effect previous to the movement of the 
shipments involved applied, and the subsequently established 
joint rates apply, by way of Kansas City and junction points 
in Kansas. During the period of movement involved the com- 
bination rates on Linco!n or Omaha were lower in many in- 
stances than the combinations based on Kansas City or other 
junction points in Kansas. A number of the shipments in- 
volved were routed by complainants for delivery to the Union 
Pacific and Chicago, Burlington & Quincy railroads at Lincoln 
or Omaha. The rates charged were composed of a rate of 
26% cents to Lincoln or Omaha plus the local rates beyond. 
Complainants seek reparation on these shipments on the basis 
of the joint rates in effect by way of Kansas City or junctions 
in Kansas prior and subsequently to the shipments. No evi- 
dence was offered to show that the rates charged were unrea- 
sonable to the extent that they exceeded the joint rates through 
other junctions. We find, however, on the basis of the 25-cent 
rate prescribed in Commercial Cluh of Omaha vs. A. & S. R. 
Ky. Co., supra, tor like shipments from producing points in 
Arkansas, Louisiana and Texas to Lincoln and Omaha that 
the rates charged on shipments moved through Lincoln or 
Omaha were unreascnable to the extent that they exceeded 
rates composed of a rate of 25 cents to Linco!n or Omaha and 
the rates concurrently in effect beyond, on interstate traffic. 
Defendants urge that complainants had a proprietary interest 
in tap lines which participated in the rates condemned, which 
aisentitles them to reparation, but the decision of the Supreme 
Court in the Tap Line cases, 234 U. S., 1, vitiates this con- 
tention. 

Upon all the facts of record we find that complainants, 
Louisiana Central Lumber Co., Louisiana Long Leaf Lumber 
Co., Longville Lumber Co., Rapides Lumber Co., Globe Lumber 
Co., Bowman-Hicks Lumber Co. and Pickering Lumber Co., are 
entitled to reparation as definitely set forth in our original re- 
port, and on all shipments which moved to eastern and interior 
Nebraska points through Lincoln or Omaha on the basis set 
forth in this report. Reparation is denied to the other com- 
plainants of record not specifically named above. We further 
find that complainants named made shipments as described and 
paid charges thereon, but as the record does not enable us to 
determine the exact amount of reparation due no order for 
reparation can be entered at this time. These complainants. 
therefore, should prepare a statement showing as to each of 
the shipments on which reparation is claimed the date of move- 
ment, point of origin, point of destination, route, weight, car 
number and initials, rate applied, charges collected and the 
amount of reparation due under our findings herein, which 
statement should be submitted to defendants for verification. 
Upon receipt of a statement so prepared by complainants and 
verified by defendants, we will consider further issuing an or- 
der awarding reparation. 


HIGHER RATE APPROVED 


CASE NO. 6830. (35 I. C. C., 42-44) 
COLUMBIA GOLD MINING CO. VS. OREGON-WASHINGTON 
RAILROAD & NAVIGATION CO ET. AL. 
Submitted Feb. 1, 1913. Decided July 3, 1915. 
Cancellation by Oregon-Washington Railroad & Navigation Co. 
of a joint rate on ore and cencentrates in carloads from 
Baker, Ore., through Portland, Ore., to Tacoma, Northern 
Pacific Railway from Portland, leaving applicable a combi- 
nation rate based on Portland higher than the rate canceled 
and also higher than the rate applicable on the Oregon- 
Washington Railroad & Navigation Co.’s through line found 

to have been justified. Complaint dismissed. 








F. H. McCune for complainant; A. C. Spencer, H. A. Scan- 
drett and A. W. Hawkins for Oregon-Washington Railroad & 
Navigation Co. 

BY THE COMMISSION: 

Complainant is a corporation engaged in the mining busi- 
ness at Sumter, Ore. By complaint, filed April 18, 1914, it 
alleges that defendants’ rate for the transportation of ore and 
concentrates in carloads from Baker, Ore., to Tacoma, Wash., 
is unreasonable. 
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Complainant’s ore and concentrates are transported from 
its mine to Sumpter by wagon and thence by the Sumpter Val- 
ley Railroad, a narrow-gauge line, 28 miles to Baker, on the 
Oregon-Washington Railroad & Navigation Co.’s line, where 
the shipments are reloaded into broad-gauge cars and re- 
shipped over the Oregon-Washington Railroad & Navigation 
Company’s line to Tacoma. As the rate to Baker is not in- 
volved, the shipments in controversy may be considered to 
originate at Baker. 

Prior to 1910 the Oregon Railroad & Navigation Co., the 
predecessor of the Oregon-Washington Railroad & Navigation 
Co., hereinafter called the Oregon-Washington Co., did not 
operate between Portland, Ore., and Tacoma, and for a period 
of 13 or 14 years previous to 1910 maintained a joint rate of 
$5.50 per net ton on carload shipments of ore and concentrates 
from Baker to Tacoma in connection with the Northern Pacific 
Railway beyond Portland. Prior to July 6, 1909, this rate ap- 
plied on ore and concentrates worth not more than $100 per 
ton. In 1910 the Oregon-Washington Co. extended its opera- 
tions by trackage arrangements with the Northern Pacific from 
Portland to Tacoma and established the same rate from Baker 
to Tacoma over its own line as applied in connection with the 
Northern Pacific. The plant of complainant’s consignee at 
Tacoma is located on the tracks of the Northern Pacific, but 
under a proper tariff provision the Oregon-Washington Co. ab- 
sorbed the switching charges so that the cost of transportation 
paid by complainant was exactly the same over either route. 
On April 4, 1914, the Oregon-Washington Co. canceled the joint 
rate described with provision for the application of the combi- 
nation rate based on Portland, $9 per ton, value not exceeding 
$200 per ton. The $5.50 rate over its own line and the pro- 
vision described for the absorption of switching charges at 
Tacoma were continued and are still in efect. The cancella- 
tion of the joint rate represents an increase in the rate involved 
subsequently to Jan. 1, 1910. The principal issue is whether 
the joint rate should be restored. 

Complainant admits that the service of the Oregon-Wash- 
ington Co, over its direct line has been entirely satisfactory, 
and it appears that during the time that the same rate applied 
over both routes involved few cars moved over the Northern 
Pacific route. No shipments have been made over the Northern 
Pacific route under the combination rate involved. So far as 
the record discloses the present arrangement has not resulted 
in any hardship or detriment to complainant and will not. 
There is no general demand for a through route in addition to 
the Oregon-Washington Co.’s_ route. Complainant argues 
earnestly that it has been deprived of its right to select the 
route over which its shipments shall move, but unconvincingly. 
The Northern Pacific route is still available to complainant 
upon payment of the higher rate applicable over it. The Ore- 
gon-Washington Co. has merely endeavored to secure for it- 
self the longest haul possible. Originating lines generally are 
entitled to the longest haul they can perform where the trans- 
portation can be performed upon equal terms, with reasonable 
dispatch, and without undue discrimination. Salt Rates from 
Wisconsin to Iowa, etc., 27 I. C. C., 526, 529 (The Traffic World, 
July 19, 1913, p. 154); Suffern Hay Co. vs. I. C. R. R. Co., 27 
I. C. C., 192, 194 (The Traffic World, June 21, 1913, p. 1332). 

Complainant apprehends that some future change may re- 
quire it to pay the terminal switching charge at Tacoma in ad- 
dition to the present through rate, contending that the ab- 
sorption of switching charges, although plainly provided for by 
tariff, is in direct contravention of law. Section 6 of the 
~ al to regulate commerce provides that tariffs 
shall— 


carriers’ 


‘““* * * state separately all terminal charges * * * and 
all other charges which the Commission may require, all priv- 
ileges or facilities granted or allowed, and any rules or regu- 
lations which in any wise change, affect or determine any part 
or the aggregate of such aforesaid rates, fares and charges, or 
the value of the service rendered to the passenger, shipper or 
consignee. * * * 

‘‘The Commission may determine and prescribe the form in 
which the schedules required by this section to be*kept open to 
public inspection shall be prepared and arranged and may 
nee the form from time to time as shall be found ex- 
pedient.”’ 


Pursuant to the authority conferred by this section we have 
provided by Rule 10E of Tariff Circular 18A that— 


“If part or all of the charges of a terminal or switching 
road are to be absorbed by a connecting road, the tariff of such 
connecting road must specify that its rate includes originating 
or delivery seryices by the terminal or switching road, and that 
the connecting road will absorb the charges of such terminal 
or switching road in a specified sum, or as per the current 
tariffs of the terminal or switching road (naming it) as on 
file with the Interstate Commerce Commission.” 


This rule has been followed by defendants in publishing 
the tariff under which the Northern Pacific’s switching charges 
at Tacoma are absorbed by the Oregon-Washington Co. 

Upon all of the facts of record we find that it was not 
unlawful for the Oregon-Washington Co. to cancel the joint 
rate involved and that defendants have justified the increased 
rate assailed. An order dismissing the complaint will be 
entered. 


DEMURRAGE PROPERLY ASSESSED 


CASE NO. 7610. (35 I. C. C., 45-46) 
PICHER LEAD CO. va, os, re & SAN FRANCISCO 
. R . 





Submitted June 5, 1915. Decided July 9, 1915. 
Upon complaint alleging that the accrual of 615 days’ debits 
in excess of credits, under an average demurrage agree- 
ment, during a certain period resulted from defendant’s 
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failure to construct a 60-foot extension to complainant’s 
unloading track; Held, That the demurrage charges were 
properly assessed. Complaint dismissed. 





A. E. Spencer for complainant; Carl Giessow for defendant. 


CLEMENTS, Commissioner: 

The complainant is a corporation engaged in the production 
and sale of lead and its products, with principal office at Joplin, 
Mo. By complaint, filed Dec. 22, 1914, it alleges that demur- 
rage charges in the sum of $615 on certain carloads of coke 
were unlawfully assessed, and reparation is asked in that sum. 
The claim was informally presented to the Commission Aug. 
10, 1914, and is not contested by the defendant. 

In December, 1912, the complainant, finding that the tracks 
connecting its plant with the defendant’s main line were in- 
adequate for the proper receipt and unloading of coke, which 
commodity the complainant uses in large quantities, made ap- 
plication to the defendant for the construction of a 60-foot 
extension to one of the complainant’s unloading tracks. The 
defendant agreed, rather informally, to promptly make the 
extension, but although the physical work involved could have 
been completed in three or four days, the track was not 
actually completed for more than a year. The complainant 
operates under an average demurrage agreement with the 
defendant, and states that the excess of debits over credits 
which accrued during the period in question would not have 
resulted had the extension been promptly built. 

There are five spur tracks running into complainant’s plant, 
averaging from 100 to 150 yards in length. Parts of four of 
these spurs can be used in placing cars for unloading. On one 
of them there was room for two cars, on another six, on an- 
other four, and on still another six. The spur to which the 
extension was to be added is over 100 yards long, but only the 
end of it is used for unloading coke. 

In the spring of 1913 the complainant, relying on the de- 
fendant’s promise to extend the coke spur, placed orders for its 
yearly supply of coke, to be delivered in installments. It is 
stated that because of defendant’s failure to make the exten- 
sion promptly the shipments could not be expeditiously handled 
when they arrived and that the demurrage charges were due 
to the defendant’s breach of contract. While in the complaint 
the delay in unloading is attributed’ only to defendant’s failure 
to fulfill its alleged contract, there was also some evidence 
presented at the hearing to the effect that a small portion of 
the track was torn up when several cars were run off the end 
thereof, and that the complainant’s inability to unload the 
cars promptly was due in part to that fact; but it is wholly in- 
sufficient to support a finding that detention of the cars in- 
volved was due to this. Furthermore, it does not clearly 
appear that the detention of cars resulting in accrual of the 
charges in question was uMavoidable, for there were other 
points in complainant’s yards where it was physically possible 
to unload coke cars, although they were used for other pur- 
oses. . 

. The so-called contract for the track extension was of an 
informal character, and appears to have been only a promise 
to comply with complainant’s request therefor. Even had it 
been a formal written contract, the question of alleged damages 
resulting from its nonfulfillment would be one for determina- 
tion of the courts, and not by this Commission; therefore what 
is here said is not to be construed as implying that we would 
reach any different conclusion in this case if a formal contract 
had been entered into. 

Upon consideration of all the evidence of record we are of 
opinion and find that the charges in question are not shown 
to have been improperly assessed. The complaint will be dis- 


missed. 
THROUGH AND INTERMEDIATE RATES 


CASE NO. 6561* (35 I. C. C., 69-72) 
McCAULL-DINSMORE CO: VS. MISSOURI PACIFIC RAIL- 
WAY CO. ET AL. 

PORTIONS OF FOURTH SECTION APPLICATIONS NOS. 

2045, 2855 AND 3786. 
Submitted Aug. 25, 1914. Decided July 7, 1915. 

1. Rates on corn and oats in carloads from points in Iowa to 
Leavenworth and Atchison, Kan., and Kansas City and St. 
Joseph, Mo., found to be unreasonable to the extent that 
they exceeded the aggregates of the intermediate rates 
contemporaneously in effect. Reparation awarded. 

2. Applications for relief from the provisions of the fourth 
section denied. 








F. J. Morley for complainant. F. G. Wright for Missouri 
Pacific Railway Co. C. C. Wright and R,. H. Widdicombe for 
Chicago & North Western Railway Co. W. T. Hughes for 
Chicago, Rock Island & Pacific Railway Co. O. W. Dynes for 
Chicago, Milwaukee & St. Paul Railway Co. J. B. Sheean for 
Chicago, St. Paul, Minneapolis & Omaha Railway Co. A. P. 
Humburg and R. V. Fletcher for Illinois Central Railroad Co. 
R. B. Scott for Chicago, Burlington & Quincy Railroad Co. 


BY THE COMMISSION: 
Complainant is a corporation engaged in the grain business, 
with its principal office at Minneapolis, Minn. By complaints, 


*The proceeding also embraces complaints in—No. 6561 
(Sub-No. 1), Same vs. Same; No. 6561 (Sub-No. 2), Same vs. 
Chicago, Burlington & Quincy Railroad Co. et al.; No. 6561 
(Sub-No. 3), Same vs. Chicago, Milwaukee & St. Paul Railway 
Co. et al.; No. 6561 (Sub-No. 4), Same vs. Chicago, Rock Island 
& Pacific Railway Co.; No. 6561 (Sub-No. 5), Same vs. Mis- 
souri Pacific Railway Co. et al.; No. 6561 (Sub-No. 6), Same vs. 
Chicago, Burlington & Quincy Railroad Co. et al.; No. 6561 
(Sub-No. 7), Same vs, Chicago, St. Paul, Minneapolis & Omaha 
Railway Co. et al., and No. 6561 (Sub-No. 8), Same vs. Illinois 
Central Railroad Co. et al. 
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filed on various dates from Feb. 5, 1914, to June 23, 1914, in- 
clusive, as amended, it alleges that the charges collected by 
defendants for the transportation of oats and shelled corn in 
carloads from points in Iowa to Leavenworth and Atchison, 
Kan., and Kansas City and St. Joseph, Mo., during the period 
from July, 1913, to February, 1914, inclusive, were unreasonable 
and in violation of Section 4 of the Act in that ‘they exceeded 
the aggregates of the intermediate rates to and from Council 
Bluffs, Iowa. Reparation is asked. Those portions of Fourth 
Section Applications No, 2045 of the Illinois Central Raiiroad 
Co., No. 2855 of the Chicago, Milwaukee & St. Paul Railway 
Co. and No. 3786 of the Chicago & North Western Railway Co. 
which seek authority to maintain through rates on oats and 
corn from certain points of origin named in the complaints to 
the destinations involved in excess of the aggregates of the 
intermediate rates subject to the Act were assigned for hear- 
ing with the complaints. Rates from certain other points of 
origin in excess of the aggregates of the intermediate rates are 
covered by general applications, which, however, were not set 
down for hearing herewith. : 

Some of the shipments moved through Council Bluffs; the 
remainder, except shipments from Sibley, lowa, through Omaha, 
Neb. The combination rates from all of the points of origin 
involved, except Sibley, based on Omaha for shipments routed 
through Omaha by the consignors, and on Council Bluffs for the 
remaining shipments, are, in cents per 100 pounds, as follows: 

Combination rates 
based on— 

From— Omaha. 


Inwood, Ia. . 17.5 
Lohrville, Ia. Sea 
Hull, Ia. aaa 
CE Ee wrciceectseecesee seen OR ene ea 16.9 
re enna ae oe ‘ oie 
Jolley, Ia. 

Lytton, la. 

Hawarden, Ia. 

Jefferson, Ia. 

Barnum, Ia. 

Meriden, Ia. 

Rock Rapids, Ia 

Havelock, Ia. 

Paullina, Ia. 

Remsen, Ja. 

Sheldon, Ia. 

Woodbine, Ia. 

Duncombe, Ia. 

Blairsburg, 

Matlock, Ia. 

Manson, Ia. sees 
Ashton, Ia. .. ‘ 17.5 


*Combination on Sioux City, Ia., and Council Bluffs. 


Some of these rates are based on mileage rates to Council 
Bluffs and Omaha,. others on specific commodity rates to these 
points. The rate used beyond Council Bluffs and Omaha to all 
points of destination is a proportional commodity rate of 5.5 
cents. 

Except from Ashton, Sheldon and Remsen, shipments moved 
over a single line to Council Bluffs. Complainant asks repara- 
tion for this portion of the haul of such shipments on the basis 
of the maximum mileage rate scale applicable to one-line move- 
ments wholly within the state of Iowa. Shipments from Ash- 
ton, Sheldon and Remsen moved to Council Bluffs over two 
lines, for which rates equal to 80 per cent of the sum of the 
local rates of the participating carriers are suggesied. The 
maximum mileage rates applicable to one-line movements 
within the state of Iowa have been filed with us, and in the 
absence of other applicable rates may be used in constructing 
through rates on interstate shipments. The rule for computing 
charges on shipments moving over two or more lines on the 
basis of 80 per cent of the sum of the locals applies only to 
Iowa intrastate traffic. 

Shipments from Sibley were moved by the Chicago, Rock 
Island & Pacific Railway, with reconsignment at Kansas City, 
the original destination, to Herington, Pratt and McPherson, 
Kan. Reconsignment at the through rate was authorized by 
tariffs, and charges were collected on that basis. Complainant 
asks reparation on the ground that the through rate from 
Sibley to Kansas City exceeded the aggregates of the rates to 
and from Council Bluffs. The shipments did not move through 


17.5 


+ ee pe 
$92 WU ONIN WOM wm: Pow oes 


16.6 
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Council Bluffs, and as Kansas City was not their final destina- ' 


tion no reparation is due complainant on these shipments. 


We find that the rates charged on the other shipments in- 
volved were unreasonable to the extent that they exceeded the 
aggregates of the intermediate rates contemporaneously in ef- 
fect. Many of the rates involved have since been reduced and 
no longer exceed the aggregates of the intermediate rates. De- 
fendants offered no evidence to support their applications for 
relief from the provisions of the fourth section, which accord- 
ingly will be denied to the extent that they are involved. 


We further find that complainant made shipments as de- 
scribed in accordance with the foregoing statement of facts and 
paid and bore charges thereon at the rates herein found to 
have been unreasonable; that it has been damaged to the ex- 
tent of the difference between the charges paid and the charges 
which would have accrued at the rates herein found reasonable, 
and that it is entitled to reparation with interest. As the rec- 
ord does not show the exact routing of all of the shipments 
involved and indicates that some of them may have been re- 
consigned from the original destination under a transit ar- 
rangement, the precise amount of reparation due cannot be 
determined. Complainant accordingly should prepare a state- 
ment showing as to each shipment on which reparation is asked 
the date of movement, point of origin, point of destination, 
route, weight, car number and initials, rate charged, charges 
collected, the combination rates in effect when the shipments 
moved, and the amount of reparation due under our findings 
herein, which statement should be submitted to defendants for 


verification. Upon receipt of a statement so prepared by com- 
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plainant and verified by defendants, we will consider further 
issuing an order awarding reparation. 

Certain of the shipments invoived were charged for at rates 
less than the lawful rates. The undercharges may be taken into 
account in settlement of the charges in excess of the lawful 
rates that were collected on certain of the shipments. 

Appropriate orders will be entered. 


ICE RATES TO LONG BRANCH AND 
OTHER STATIONS IN NEW JERSEY 


AND S. NO. 568* . ; (35 I. C. C., 73-76) 
Submitted May 6, 1915. Decided July 7, 1915. 


. Ice rate increase forbidden.—Proposed increases in respond- 
ents’ carload rates on ice from points in New Jersey and 
eastern Pennsylvania on the Delaware, Lackawanna & 
Western Raiiroad to points in New Jersey on the New York 
& Long Branch Railroad found not justified. Schedules un- 
der suspension required to be canceled. 

. Rates in effect held unreasonable, but no reparation allowed. 
—Defendants’ carload rates on ice from Tobyhanna, Pa., 
to various points on the Seashore branch of the Central 
Railroad of New Jersey found to be unreasonable to the ex- 
tent that they exceed $1.32 per ton in box cars and $1.48 
in ice cars. Reparation denied. 

- Fourth section application denied.—Fourth section applica- 
tion denied to the extent that it seeks authority to con- 
tinue rates on ice from points on the Delaware, Lacka- 
wanna & Western Railroad in New Jersey and eastern 
Pennsylvania to Long Branch, N. J., and points south 
thereof on the New York & Long Branch Railroad, lower 
than the rates concurrently in effect to intermediate points. 


J. E. Reynolds for New York & Long Branch Railroad Co. 
J. L. Seager and A. S. Learoyd for Delaware, Lackawanna & 
Western Railroad Co.; Central Railroad Co. of New Jersey, and 
New York & Long Branch Railroad Co. R. A. Koontz for 
Monmouth Ice Co. 


BY THE COMMISSION: 

These proceedings are related, were consolidated and heard 
together, and will be disposed of in one report. 

By_ schedules, filed to take effect Dec. 21, 1914, increased 
carload rates on ice were proposed from various points on the 
Delaware, Lackawanna & Western Railroad in New Jersey and 
eastern Pennsylvania to points on the New York & Long 
Branch Railroad, from Long Branch to Point Pleasant, N. J., 
both inclusive. Upon protest by the Monmouth Ice Co. the 
schedules were suspended until Oct. 20, 1915. By complaint, 
filed Nov. 30, 1914, protestant as complainant alleges that the 
carload rates on ice from Tobyhanna, Pa., to Atlantic High- 
lands, Highlands, Highland Beach and Seabright, N. J., are un- 
reasonable and unjustly discriminatory. 

The movement to all points of destination involved is per- 
formed by the Delaware, Lackawanna & Western to Hampton 
Junction, N. J., by the Central Railroad of New Jersey, thence 
to Perth Amboy, N. J., and by the New York & Long Branch 
Railroad southeastwardly from Perth Amboy to Long Branch, 
Point Pleasant, and the various points of destination shown in 
the suspended schedules. The Seashore branch of the Central 
Railroad of New Jersey connects with the New York & Long 
Branch at Matawan, N. J., and extends along the coast through 
Atlantic Highlands and the points of destination involved in 
protestant’s complaint to West End, N. J., where it again con- 
nects with the New York & Long Branch Railroad. East Long 
Branch, N. J., about 2 miles north of West End, is the extreme 
southern freight station on the Seashore branch. Another 
branch of the Central Railroad of New Jersey extends west- 
wardly from East Long Branch and connects with the New 
York & Long Branch Railroad at Branchport. 

Effective Feb. 23, 1915, after protestant’s complaint had 
been filed, increases were effected in the rates involved pur- 
suant to our findings in The Five Per Cent case, 31 I. C. C., 351 
(Daily Traffic World, Aug. 3, 1914), and 32 I. C. C., 325 (The 
Traffic World, Dec. 26, 1914, p. 1152). The rates in effect im- 
mediately before these increases were effected are signified by 
the term present rates in this report. All rates named are 
rates per ton of 2,000 pounds. The rates are not the same 
from all points of origin named in the schedules involved. The 
rates from Gouldsboro, Pocono Summit and Tobyhanna, Pa., 
are fairly illustrative of the rates involved to points of destina- 
tion named in the suspended schedules. 


The present rates from Gouldsboro, Pocono Summit and 
Tobyhanna are $1.25 on shipments of ice in box cars, $1.40 on 
shipments in ice cars or other special equipment, to Long 
Branch and points south of Long Branch to and including As- 
bury Park and Ocean Grove; $1.50 in box cars, $1.65 in ice cars 
or special equipment, to Bradley Beach and points south of 
Bradley Beach to and including Point Pleasant. The proposed 
rates are $1.60 applicable to shipments in box cars or special 
equipment to Long Branch and grouped points; $1.60 on ship- 
ments in box cars to Bradley Beach and grouped points, with- 
out change in the rate on shipments in ice cars or special 
equipment. The rates to Atlantic Highlands long have been 
the present $1.45 rate, in box cars or ice cars. Until Dec. 15, 
1913, the rates to Highlands and other points on the Seashore 
branch, south of Highlands, including East Long Branch, were 
$1.95, in box cars or ice cars, reduced Dec. 15, 1913, to $1.60. 
The tariffs applicable imposed no restrictions relative to routin 
beyond Matawan and applied over both routes involved, Ne 
York & Long Branch Railroad or Seashore branch of the Cen- 
tral Railroad of New Jersey. 

The adjustment described departed from the long-and-short- 
haul rule of the fourth section of the Act, but was protected 


*The proceeding also embraces complaints in—No. 7592, 
Monmouth Ice Co. vs. Delaware, Lackawanna & Western Rail- 
road Co. et al.; Portions of Fourth Section Application No. 1774. 
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by the carriers’ blanket application for relief, No. 1774, which 
was set for hearing with protestant’s complaint to the extent 
that it was applicable. AJl parties assumed at the hearing that 
the rates to East Long Branch departed from the rule of the 
fourth section. The carriers regard East Long Branch and 
Long Branch as substantially the same point and believed that 
the same rates applied to both points, because shipments ap- 
peared to have moved over the Seashore branch of the Central 
Railroad of New Jersey to Elast Long Branch at the rate of 
$1.25. The tariffs show, however, that the rate to East Long 
Branch was $1.95 until reduced to $1.60, as previously described. 
The rates to East Long Branch therefore did not depart from 
the long-and-short-haul rule. The fourth section departures 
which do exist and are here involved have not been justified, 
and the application of the carriers for relief will be denied. 

The rates involved to the points on the New York & Long 
Branch Railroad were prescribed in Mountain Ice Co. vs. D., 
L. & W. R. R. Co., 17 I. C. C., 447 ‘The Traffic World, Feb. 5, 
1910, p. 146). Our order expired several years ago, but no at- 
tempt was made to increase the rates prescribed until the pro- 
posed schedules in controversy were filed. The carriers state 
that the object of the increased rates proposed was to eliminate 
fourth section departures, but, as we have held repeatedly, 
such an elimination does not establish that the rates published 
are reasonable. Representatives of the carriers expressed the 
opinion that the present rates are unduly low and unremunera- 
tive, stating that little or no testimony was offered in the pro- 
ceeding cited except by the Delaware, Lackawanna & Western 
concerning the conditions attending the handling of ice to New 
York & Long Branch Railroad points. The rates on certain 
low-grade commodities other than ice to. such points from 
Pennsylvania and New Jersey points in the general vicinity of 
the points of origin here involved are shown to be something 
higher than the present rates on ice. Such rates are $1.70 per 
ton on building lime, $1.50 per ton on agricultural lime, $1.50 
per ton on ground limestone and $1.75 per ton on cement. Our 
conclusions in the Mountain Ice Co. case, supra, followed an 
exhaustive investigation in that and related proceedings of 
the rates on ice throughout an extensive territory, and the ar- 
gument made now that the rates on ice to New York & Long 
Branch Railroad points are unduly low and that the carriers’ 
revenues under their rates have been unremunerative is un- 
availing. The evidence adduced to support it is too meager and 
discloses no change in conditions since the Mountain Ice Co. 
case was decided. We find that the carriers have not justified 
the increased rates proposed in the schedules under suspension. 
The schedules accordingly will be ordered canceled and the 
earriers ordered to maintain for the future rates not in excess 
of those now in effect, including the increase authorized in 
The Five Per Cent case, supra, 

We have never prescribed rates on ice to points on the 
Seashore branch of the Cenutral Railroad of New Jersey. Com- 
plainant asserts that the traffic and operating conditions to 
such points justify no higher rates than the rates to equi- 
distant points on the New York & Long Branch Railroad, to 
which the present rates are $1.25, in box cars, and $1.40, in 
ice cars. Higher rates are assailed as unreasonable. The 
earriers admit that the two lines named have substantially the 
same mileage ana operate under substantially similar conditions 
so far as rates are concerned. The rate basis is the same in 
connection with both lines on all class traffic and on substan- 
tially all commodities. The only reason assigned to explain 
a different rate adjustment for ice is that the carriers regarded 
the rate of $1.25 prescribed by us for shipments to New York 
& Longe Branch Railroad points unduly low and published it 
only where required to do so. 

We find that the rates on ice involved in protestant’s com- 
plaint are and for the future will be unreasonable to the 
extent that they exceed $1.32 per ton for shipments in ordinary 
box cars and $1.48 ner ton for shipments in ice cars, which rates 
are the same as the rates to points on the New York & Long 
Branch Railroad between Matawan and Long Branch. 

Reparation is asked in the sum of $575.08 on shipments al- 
leged to have been moved during the period between July 24, 
1913, and Sept. 15, 1913. No witness with personal knowledge 
that the shipments involved had been made or that complainant 
had sustained damage appeared. Following Griffing vs. C. & 
N. W. Ry. Co., 32 I. C. C., -283 (The Traffic World, Jan. 2, 
1915. p. 8). and similar cases, the claim for reparation will be 
denied. Orders will be entered in accordance with the findings 
expressed, 


RATES ON HIGH EXPLOSIVES 


CASE NO. 7353. 35 I. C. C.. 77-80) 
NITRO POWDER CO. VS. WEST SHORE R. R.* CO. ET AL. 
Submitted March 15, 1915. Decided July 3, 1915. 

Rates on high explosives from Kingston and Port Ewen, N. Y.. 
to Boston, Mass., and to other New England points, found 
to be unreasonable. Through routes and joint rates pre- 
scribed for the future. Reparation awarded. 








J. D. Gray and E. Metzger for complainant; J. M. Stern- 
hagen and E. S. Rallard for New York Central & Hudson River 
Railroad Co.; C. L. Andrus for New York, Ontario & Western 
Railway Co.; S. S. Perry for New York, New Haven & Hartford 
Railroad Co. and Central New England Railway Co.; E, W. 
Abbott for Boston & Maine Railroad; R. Van Ummersen for 
Boston & Albany Railroad Co.; George Cassidy for Rutland 
Railroad Co. 


BY THE COMMISSION: 

Complainant is a corporation engaged in manufacturing 
high explosives, with its principal place of business at Kings- 
tom, . ¥. By complaint, filed Oct. 5, 1914, it alleges that the 
rates on high explosives from Kingston and Port Ewen, N. Y., 
to points of destination in the New England states are un- 
reasonable and, in comparison with the rates on the same com- 
modity from more distant points to the same destinations, are 
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unjustly discriminatory and subject complainant and its traffic 
to undue prejudice and disadvantage. Reparation is asked and 
through routes and just and reasonable joint rates. 

Kingston and Port Ewen are on the west bank of the 
Hudson River, approximately 90 miles north of Jersey City, N. 
J., and 50 miles south of Albany. The two points are less than 
3 miles apart. Port Ewen is served by the West Shore Rail- 
road; Kingston by the West Shore and the New York, Ontario 
& Western Railway. Complainant ships from both points. 

For some years the rates on high explosives from all 
producing points in eastern trunk line territory have been the 
same to Boston, Mass., and Boston rate points. The rates 
are published as specific commodity rates. During most of 
the time involved the rates have been 50 cents per one 
hundred pounds carloads, $1.00 per one hundred pounds less 
than carloads. The average distance from Kingston and 
Port Ewen to Boston is 255 miles; the revenues per ton- 
mile under the rates named more than 3.9 cents on carload 
shipments and nearly 7.85 cents on less-than-carload ship- 
ments. From Emporium, Pa., one of the more distant points 
from which the same rates applied, the longest route to Bos- 
ton is 725 miles. The per ton-mile earnings over this route 
were more than 1% cents for carloads, approximately 2% 
cents for less than carloads! 

Defendants publish no joint rates from producing points 
in trunk line territory to some of the New England destina- 
tion points involved. The through rates applicable are the 
joint rates to Boston or junctions taking the Boston rate, 
plus the local rates of the delivering carrier beyond. The 
local rates in New England in many, if not in all, instances 
are as high as the rates from trunk line territory to Boston. 
In such cases the through rates on high explosives in less 
than carloads amount substantially to four times the first- 
class rate from Pittsburgh to Boston; the through carload 
rates to double the first-class rate from Pittsburgh to Bos- 
ton. No ratings are provided for high explosives in the 
official classification. High explosives move in official classi- 
fication territory under ratings published in exceptions to the 
classification or at rates provided by the tariffs of the indi- 
vidual carriers. The traffic to or in New England territory 
moves at specific commodity rates. The rates from points in 
trunk line territory, previously Named, amount, respectively, 
to the first-class rate and double the first-class rate from 
Pittsburgh to Boston. 

Defendant New York, New Haven & Hartford Railroad 
explains that there are not manufacturers of high explosives 
in New England, although there are stores and depots from 
which high explosives are distributed either by wagon or by 
rail, generally in less-than-carload lots. The New Haven 
charges 1 cent per pound, minimum charge $1, on all local 
shipments in quantities of 4,000 pounds or less; double first- 
class rates, minimum charge $40, for quantities over 4,000 
pounds. In making rates from points in trunk line territory 
this local rate on less than carloads is extended until it meets 
the double first-class rate to Boston from the Bu‘falo-Pitts- 
burgh district. The New Haven desires to conserve the 
revenue derived from local traffic and to avoid joint rates 
less than the locals; also to put all producers in trunk line 
territory on an equal basis. 

Normally the rates on high explosives in carloads should 
not exceed the rates on articles taking the first-class rating, 
while the,less-than-carload rates should not exceed double 
first-class. For some years a few articles coming under the 
gengral description of high explosives have had lower rat- 
ings tran first class and double first class. The reord indi- 
cates some differences between the conditions of transporta- 
tion in New England territory and in Trunk Line territory, 
but nothing sufficiently substantial to warrant the difference 
in rates and rate structures described. Between points in 
official classification territory, except New England territory, 
the ordinary basis of rate making for high explosives is the 
percentage basis applied to rates not exceeding first class and 
double first class between Chicago and New York. To New 
England territory from points in Central Freight Association 
territory the rates are generally on the percentage basis and 
not higher than first and double first class. The present rates 
from Kingston and Port Ewen to Boston and to points taking 
the same rates are 52% cents per 100 pounds in carloads and 
$1.05 in less than carloads. The present first-class rate from 
Kingston and Port Ewen to Boston is 35 cents per 100 pounds. 

To some of the points involved the charges collected were 
unusually high, not only for the reasons given but because the 
carriers, as explained, had no joint rates in effect. Some of the 
defendants express willingness to establish joint rates to all 
points on their lines on less-than-carload as well as on carload 
shipments. Others decline to make such rates. 


No good reason is offered for the absence of joint through 
rates in the past or for the refusal to establish them now. 
Through routes should be established to New England points 
and joint rates not in excess of the first class for carloads, and 
double first class for less than carloads, although the Boston & 
Maine Railroad need not carry high explosives through the 
Hoosac tunnel in violation of the state statute against it. The 
Boston & Maine, however, has available connections with other 
lines through which all points on its lines may be reached 
without traversing the Hoosac tunnel. The rates herein found 
reasonable and prescribed as maxima for the future are suffi- 
— high to provide adequate revenue for the service in- 
volved. 


Upon all the facts of record we find that the rates on high 
explosives from Kingston and Port Ewen to Boston and to 
other points in New England have been, are, and for the 
future will be, unreasonable and excessive to the extent that 
they exceed the first-class and double first-class rate contem- 
poraneously applicable from Kingston and Port Ewen to the 
same points; that complainant has made shipments since Oct. 
6, 1912, on which it was charged’ rates herein found unreason- 
able; that it has been damaged to the extent of the difference 
between the charges-paid and the. charges that would have 
accrued at the rates herein found to have been reasonable, and 
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that it is entitled to reparation with interest. Complainant 
accordingly should prepare a statement showing as to each 
shipment on which reparation is claimed, the date of move- 
ment, point of origin, point of destination, route, weight, car 
number and initials, rate charged, and the amount of reparation 
due under our findings herein, which statement should be sub- 
mitted to defendants for verification. Upon receipt of a state- 
ment so prepared by complainants and verified by defendants, 
we will consider issuing an order awarding reparation. 
An appropriate order will be entered. 


ORDER. 


It is ordered, That the above-named defendants, according 
as they participate in the transportation, be, and they are 
hereby notified and required to cease and: desist, on or before 
Oct. 1, 1915, and thereafter to abstain, from charging, demand- 
ing, collecting or receiving their present rates for the transpor- 
tation of high explosives from Kingston and Port Ewen, N. Y., 
to Boston, Mass., and to other points on their lines in New 
England territory, which rates are found in said report to be 
unreasonable. 

It is further ordered, That said defendants, according as 
they participate in the transportation, be, and they are hereby, 
notified and required to establish, on or before Oct. 1, 1915, 
upon notice to the Interstate Commerce Commission and to the 
general public by not less than 30 days’ filing and posting in 
the manner prescribed in Section 6 of the Act to regulate 
commerce, and thereafter to maintain and apply through 
routes for the transportation of high explosives from Kingston 
and Port Ewen, N. Y., to points on their lines in New England 
territory. 

It is further ordered, That said defendants be, and they are 
hereby, notified and required to establish, on or before Oct. 1, 
1915, upon notice to the Interstate Commerce Commission and 
to the general public by not less than 30 days’ filing and 
posting in the manner prescribed in Section 6 of the Act to 
regulate commerce, and thereafter to maintain and apply to 
the transportation of high explosives over the through routes 
above established from Kingston and Port Ewen, N. Y., to 
Boston, Mass., and to other points on their lines in New 
England territory, as named in tariffs of the West Shore Rail- 
road Co. I. C. C. Nos. B2948, B4053, B4394, B7311, B9529, W. S. 
34 and W. S. 257, and as named in tariffs of the New York, On- 
tario & Western Railway Co. I. C. C. Nos. 2062, 3778, 3854, 5123, 
6042 and 6174, joint rates which shall not exceed the rates con- 
temporaneously maintained on carloads, minimum weight 20,000 
pounds, from Kingston and Port Ewen to the said points of 
destination on articles taking the first-class rating, and which 
on less than carloads shall not exceed the rates contempo- 
raneously maintained from Kingston and Port Ewen to the 
said points of destination on articles taking double the first- 
class rating, which rates are found in said report to be 
reasonable. 





OVERCHARGE REFUND 


CASE NO. 7396. (35 I. C. C., 81-82) 
LUDOWICI-CELADON CO. VS. FLORIDA EAST COAST RY. 
co. ET AL. 

Submitted Dec. 11, 1914. Decided July 3, 1915. 

It is not unlawful for carriers uniformed as to contract rela- 
tions between consignor and consignee to make refund of 
overcharge in the ordinary course of business to consignees 
named in the bill of lading. Complaint of consignor dis- 
missed. 


O. M. Rogers for complainant; no appearance for defendant. 
i 


BY THE COMMISSION: j 

Complainant is a corporation engaged in the manufacture 
and sale of clay products, with principal office at Chicago, IIl. 
By complaint, filed Oct. 17, 1914, it alleges that it was charged 
more than the published rates for the transportation of three 
carload shipments of roofing tile from Ludowici, Ga., to Home- 
stead, Fla., and that defendants unlawfully have refunded to 
the consignee $217.06 of the overcharge. Reparation is asked. 

The shipments moved in October and November, 1913, over 
the Atlantic Coast Line Railroad and the Florida East Coast 
Railway. Complainant’s contract for the sale of the shipments 
provided for delivery to consignees f. o. b. cars at Homestead. 
The bills of lading did not indicate the terms of the contract. 
Upon delivery of the shipments the consignee paid the freight 
charges and inclosed the paid freight bills to complainant with 
a check for the balance of the invoice. The auditor for de- 
fendant Florida East Coast Railway, in the ordinary course of 
business, detected the overcharge involved and issued corrected 
billing authorizing the agent at destination to make refund. 
The overcharge thereupon was refunded to and acknowledged 
by the consignee, the receipts bearing dates Jan. 24, 1914, and 
Jan. 29, 1914. Afterwards complainant discovered the over- 
charge and presented a claim for it to the Florida East Coast, 
which refused payment, advising complainant that refund 
already had been made properly in the usual course of busi- 
ness to the consignee. 

Complainant contends that under its contract it was the 
owner of the shipments; that it was in possession of the 
original paid freight bills, which contained printed stipulations 
that they must accompany al] claims when presented; that it is 
the custom of carriers in making refunds to require the 
surrender of the freight bills or account for their non-sur- 
render, and therefore that it was entitled to the refund, not 
the consignee. Complainant corrected its claim at the hearing 
to $216.92. Defendant refunded $217.06 to consignees. Tarits 








on file show that the shipments were overcharged only $213.31, 
so that now there is apparently an undercharge of $3.75. 
Carriers must refund promptly all charges unlawfully col- 
lected, and we have had occasion to censure any unnecessary 
delay by carriers in making refund. Possession of the freight 
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bills is not the only competent evidence of the persons entitled 
to refund. If the acts of the real owner give the proposed 
payee the ostensible right to receive the refund, payment to 
the latter is valid. The consignee’s acceptance of the goods 
here involved and agg of the freight charges constituted 
it the ostensible owner of the goods or agent for the real 
owner. Complainant was responsible for the representation. 
The delivering carrier was uninformed of the contract relations 
between complainant and the consignee, and under the circum- 
stances disclosed was under no duty under the act to inquire 
into them. Payment of the refund to the consignee, therefore, 
was justified. Complainant really would have us adjudicate its 
rights and those of the consignee under the contract of sale, 
which is not our function. The complaint will be dismissed. 


DRAIN TILE FROM ILLINOIS POINTS 


1. AND S. NO. 601, (35 I. C. C., 88-85) 
Submitted May 11, 1915. Decided July 3, 1915. 


Cancellation of commodity rates on drain tile in carloads from 
St. Anne, Woodland, Kankakee and Beaverville, Ill., to sta- 
tions in Wisconsin and Minnesota found not to be justified. 


C, B. Cardy for Chicago & Eastern Illinois R. R. Co.; R. H. 
Widdicombe for Chicago & Northwestern Ry. Co.; Walter 
Nichols for Cleveland, Cincinnati, Chicago & St. Louis Ry. Co.; 
I. W. Preetorius and O. M. Rogers for protestants. 


BY THE COMMISSION: 

Chicago & Eastern Illinois R. R. Supplement No. 28 to I. C. 
C. No. 2465 and Cleveland, Cincinnati, Chicago & St. Louis Ry. 
Sup No. 6 to I. C. C. No. 6205, filed to take effect March 10 
and April 5, 1915, respectively, proposed to cancel commodity 
rates on drain tile in carloads from St. Anne, Woodland, Kan- 
kakee and Beaverville, Ill, to various points in Wisconsin, 
Minnesota and the northern peninsula of Michigan. Upon pro- 
test filed by drain-tile companies at the points of origin named 
the tariffs were suspended until July 8, 1915, and subsequently 
further suspended until Jan. 8, 1916. 

Drain tile is rated Class E in Western Classification. Sev- 
eral years ago commodity rates ranging from 1 cent to 5 cents 
per 100 pounds less than Class E rates were established from 
St. Anne, Woodland, and other points named, to points in Wis- 
consin and Minnesota, to enable plants at the points of origin 
to compete with the drain-tile industries at Streator, Gilberts 
and Dundee, Ill. The tariffs under suspension proposed to 
cancel the commodity rates described, leaving in effect Class E 
rates, which range from 3 cents to 4 cents higher than rates 
from Gilberts and Dundee and from 2 cents to 3 cents higher 
than the rates from Des Moines and Mason City, Iowa, from 
which points also protestants meet competition. The following 
table of rates, in cents per 100 pounds, to Grand Rapids, Wis., 
is illustrative: 





Pro- 

Present posed 

To Grand Rapids, Wis., from— Mileage. rate. rate. 

is Gs Gata cewndw ccd aes cebumachsetseu 305 9 12 

EM i Bra retice do shes carW ds grereresayaiaracni kc Sale 327 9 12 

ET Sits a cinladwlng uwheene6. aman eats 298.3 9 pe 
BI ks 9:56 ciwivasceesouneew asasas eon 314.3 9 11 
I I. 5:5 5 Gib bes bed ow wadelee 550.3 9 ‘ 
EE, OOD sie vcaseedeesspewewanbewson 238.1 9 ‘ 
NE 6666. bb 0 365s ahislbchs ewattbe Kien 245 9 " 
I 6 cs ca ieb tne oReee awe eea 229 9 ‘ 
BP, Te hv cs aucks recs ee pee ee 316 11 we 


St. Anne is 60 miles south of Chicago over the Chicago & 
Eastern Illinois Railroad, 65 miles over the Cleveland, Cincin- 
nati, Chicago & St. Louis Railway, hereinafter called the Big 
Four. Woodland is 82 miles south of Chicago over the Chicago 
& Eastern Illinois Railroad; Kankakee, 54.4 miles over the Big 
Four; Beaverville, 71 miles over the Big Four. 

Protestants state that the proposed rates would seriously 
injure their trade in Wisconsin and Minnesota, to which terii- 
tory a large percentage of their shipments move, because com- 
petition from Gilberts, Dundee, Des Moines and Mason City 
could not be met. Respondents assert that the rates from the 
points involved are not on a proper basis; that they are too 
low; and that they were lower when established than the rates 
then applicable from other Illinois producing points such as 
Streator, White Hall, Monmouth, Lombard, Gilberts, Dundee 
and Chicago, which generally had Class E rates. Exhibits were 
submitted showing the comparative car-mile and ton-mile 
earnings under the rates proposed to be canceled and the pro- 
posed rates from St. Anne, Woodland and other points involved, 
based on an average carload of 39,000 pounds. The follo-ving 
table reproduces the comparisons for the traffic to Grand Rap- 


ids, Wis. Rates in cents per 100 pounds. 
PRESENT EARNINGS. 
Per Per 
To Grand Rapids, Wis., Per car- ton- 
from— Rate. car. mile. mile. 
St. Anne and Woodland........ 9 $35.10 0.107 0.0055 
EN, io lho os adbicm omen 11 42.90 175 .0089 
IE Nnrala. se citpancsasd baiiies © oie vein 9 35.10 -143 -0073 
saci adit esis hats. guiiniiRw aie aye 9 35.10 153 -0078 
IN ae cada, drach Grecdaristortiaen tiated aca 11 42.90 .136 0069 
PROPOSED EARNINGS. 
Per Per 
To Grand Rapids, Wis., Per tar- ton- 
from— Rate. ear, tnile, mile. 
St. Anne and Woodland..... > $46.80 0.143 0.0073 


Respondent, Chicago & Eastern Illinois Railroad, states that 
claims for damages average 10 per cent of the earnings on 
drain tile, as compared with a general average of 2 per cent 
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Other respondents also contended that the risk 


for all traffic. 
justifies higher rates, but protestants show that their particular 
output consists of tile of small dimensions and that the break- 
age amounts to less than 1 per cent; also that any available 
equipment, even of inferior character, cay be used with safety 


for the transportation of drain tile. The rate from Chicago to 
Missouri River on drain tile is 12% cents, but it was stated 
that few shipments of drain tile are made from Chicago. 

The present rates are about the same as the rates on brick 
from northern Illinois producing points to the destinations in- 
volved. Respondents argue that they should be 2 cents or 2% 
cents higher than rates on brick, because drain tile loads 
lighter than brick. However, the rates on drain tile from Des 
Moines and Mason City are the same as the rates on brick to some 
of the points of destination involved, less than the rates on brick 
to the remaining points. Respondents further state that the 
transportation from St. Anne, Woodland, Kankakee and Bea- 
verville is over the lines of two or more carriers, and that 
switching charges must be absorbed, whereas single-line move- 
ments obtain from Gilberts and Dundee to many points of des- 
tination involved over the Northwestern. The haul from Des 
Moines also is over a single line to many of the points involved, 
but the distances are considerably greater than from northern 
Illinois points. In Transcontinental Commodity Rates, 32 
I. C. C,. 449 (The Traffic World, Jan. 9, 1915, p. 85), we said: 


“The duty to prove that a certain rate is reasonable per se 
includes the duty to prove that it is relatively reasonable, i. e., 
that it does not operate to unjustly discriminate.” 


While there is merit in respondent’s contention that rates 
should be higher for the two-line haul and greater distances 
from St. Anne and Woodland to destinations mentioned than 
rates for one-line hauls and shorter distances from Dundee and 
Gilberts, the situation at Des Moines cannot be overlooked. De- 
fendants, Chicago & Northwestern Railway and Chicago, Mil- 
waukee & St. Paul Railway, are parties to the suspended rates. 
They also maintain the more favorable rates to the same des- 
tmations from Des Moines. 

Upon the facts of record we find that respondents have 
failed to establish the propriety of the proposed increased rates 
and their cancellation will be ordered. 


CEDAR LOG RATES 


CASE NO. 7153 (35 I. C. C., 86-89) 
NEBRASKA BRIDGE SUPPLY & LUMBER CO. VS. NASH- 
VILLE, CHATTANOOGA & ST. LOUIS RAILWAY ET AL. 


Submitted Jan. 25, 1915. Decided July 3, 1915. 


Rates charged for the transportation of low-grade cedar logs in 
carloads from Burrows Switch, Guntersville, Stevenson, 
Huntsville, Bridgeport and Montague, Ala., and Belvidere 
and Jasper, Tenn., to Atlanta, Ga., found to be unreason- 
able to the extent that they exceed rates contemporaneously 
applicable to the transportation of common logs in carloads 
from and to the same points. Rates for the future pre- 
scribed accordingly. 








E. J. MeVann for complainant. R. Walton Moore and M. 


Carter Hall for defendants. 


BY THE COMMISSION: 

Complainant is a corporation engaged in the wholesale lum- 
ber and forest products business, with principal office at Omaha, 
Neb. By complaint, filed July 27, 1914, it alleges that rates 
charged for the transportation of cedar posts, poles, piling and 
logs from Burrows Switch, Guntersville, Stevenson, Huntsville, 
Bridgeport and Montague (Mount Carmel), Ala., and Belvidere 
and Jasper, Tenn., to Atlanta, Ga., between June 14, 1911, and 
Feb. 25, 1913, were unreasonable and unduly prejudicial to 
Atlanta, in favor of other localities, to cedar in favor of other 
woods of equal or greater value, and to complainant in favor 
of competing dealers. Reparation is asked and the establish- 
ment of reasonable and nondiscriminatory rates for the future 
from all points on the Nashville, Chattanooga & St. Louis 
Railway. Claims on all of the shipments involved except two 
were filed within two years after they accrued. 

Complainant produces cedar logs, posts, poles and piling 
and ships them from points on the Nashville, Chattanooga & 
St. Louis Railway to Atlanta for manufacture into cedar slats 
for lead pencils. The shipments are carried by the Nashville, 
Chattanooga & St. Louis Railway, hereinafter referred to as 
defendant, to Chattanooga, Tenn., thence over a line leased 
by defendant from the Western & Atlantic Railroad to Atlanta. 

Cedar logs suitable for manufacture into lumber or of suffi- 
ciently good quality to be exported are designated high-grade 
cedar. Cedar logs too poor for manufacture into lumber or for 
export are designated low grade and are used chiefly for the 
manufacture of pencil slats. Practically no high-grade cedar is 
left in the territory served by defendant. Government experts 
assert that the supply of cedar is rapidly being exhausted, and 
that every available stick of cedar stock is being utilized by 
pencil manufacturers. The logs handled by complainant were 
low grade, consisting of cuts from small trees, stock that had 
been lying in the woods, logs taken from old buildings and old 
stumps. 

The distinction between posts, poles and piling is somewhat 
vague, but each comes within the definition of a log contained 
in defendant’s tariff: A section of a tree, any length, not rived, 
and with bark on, 

A carload of low-grade cedar logs is worth from $150 to 
$170 at the loading point. The 33 cars shipped by complainant 
averaged 38,952 pounds per car. Any kind of equipment will do, 
and expedited service is unnecessary. Complainant contends 
that the service is very similar to the service required for the 
transportation of common logs worth from $100 to $250 per 
carload, averaging 40,000 pounds per car. Liability to loss or 
damage is negligible in both instances. Common lumber is 


worth on an average from $200 to $250 per carload and is more 
liable to damage in transit than logs. 


Cedar lumber, which 
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takes the same rate as the cedar products shipped by com- 
plainant, ranges from $300 to $800 per car in value, and the 
transportation risk accordingly is greater. Closed cars are re- 
quired. Complainant asks that defendant’s rates on common 
logs may be applied to low-grade cedar logs. 

In 1900 detendant published a distance tariff for distances 
up to 200 miles applicable to low-grade cedar logs for manu- 
facture into cedar pencil slats to local points on its line where 
pencil slat factories are located. Substantially the same rates 
are now maintained as specific rates from junction points to 
slat factory points. The first three rate coiumns of the fol- 
lowing table exhibit rates from the points of origin involved to 
Atianta. In the fourth column are shown comparative rates for 
the distances given based on defendant’s distance scale for 


low-grade cedar logs to its local slat factorw points. Rate in 
cents per 100 pounds, minimum 30,000 pounds: 
Cedar Com- Low-grade 


logs and mon Common cedar 


From— Miles. lumber. logs. lumber. logs. 
Berens, BO a ssedes 165.9 14 8 13 7 
Montague, Ala. .......60- 172.7 15 8 13% 71% 
Stevenson, ABs ....ccecese 175.3 14 8 10 1% 
Ee ere 178 15 8 13% 7% 
Belvidere, Tenn, ......... 215 17% 91% 16% pare 
Huntsville, Ala. ~.:.......2. 254.6 16 10 13 i 
Burrows Switch, Ala..... 266.2 15 10 13 aon 
Guntersville, Ala. ........ 291.5 15 10 13 . 


The Southern Railway maintains rates on low-grade cedar 
logs from points on its Memphis divisions to Decatur and other 
points in Alabama on about the same basis as defendant’s dis- 
tance scale as above exemplified. Complainant compares de- 
fendant’s rate of 14 cents from Bridgeport to Atlanta with its 
rate of 7% cents on low-grade cedar logs in the opposite di- 
rection from Atlanta to South Pittsburg, Tenn., 170.2 miles, 
with Bridegport intermediate. 

Dealers at points in southern Alabama and northern Florida, 
from which the rates to Atlanta are less than from the points 
of origin involved, are alleged to be unduly preferred. The al- 
leged preferred points are not served by defendant, and any 
advantage in rates which they may have admittedly is due to 
their natural advantage of closer proximity to Atlanta. Com- 
mon logs cannot be utilized in making pencil slats and do not 
compete with cedar for that purpose. California redwood ap- 
pears to be the only wood useful as a substitute for cedar as 
pencil material. It does not appear that consumers of low- 
grade cedar at Atlanta have not been able to compete success- 
fully in the purchase of low-grade cedar logs with consumers 
located at local points on defendant’s line on account of the 
rates assailed, nor that any preference accorded to consumers 
at such local points is undue. 

About 890 miles of defendant’s road, more than three- 
fourths of defendant’s total mileage, lie within the state of 
Tennessee. The main line crosses two ranges of mountains 
and the country traversed is generally rough and broken with 
heavy grades, sharp curves and tunnels. Data submitted by 
defendant for the year 1910 covering operating cost, revenue 
and dividends paid, for carriers operating in territorial Group 
V, including defendant, and for carriers operating in other 
territorial groups, for the purpose of showing relative condi- 
tions in the several territorial groups and establishing a basis 
of comparison between defendant’s rates on common logs and 
the rates of carriers operating in other sections, shows that 
defendant’s and other southeastern carriers’ rate scales for 
common logs average lower for distances up to 300 miles than 
the scale rates of most of the other carriers named in the com- 
parison; lower also than the average rates on common logs 
prescribed by public authority in Louisiana, Kansas and Ar- 
kansas. However, defendant’s scales for common logs were 
established voluntarily and are not asserted to be unremunera- 
tive. They are higher than the scale approved in Chattanooga 
Log Rates, 30 I. C. C., 36 (The Traffic World, May 2, 1914, p. 
842), for shipments from points on the Alabama Great Southern 
Railroad to Chattanooga, Tenn. - 

Defendant insists that cedar logs are ‘‘wood of value” on 
which higher rates are maintained generally than on common 
logs. High-grade cedar logs undoubtedly are wood of value. 
Defendant, however, recognizes low-grade cedar logs of the 
kind produced and shipped by complainant as a distinct com- 
modity, and, as stated, applies rates on low-grade cedar logs 
to local pencil factory points lower than the rates applicable on 
high-grade cedar logs or common logs. Its assertion that these 
rates were established as an experiment and proved to be a 
mistake comes too late, at the end of 14 years. 

Defendant’s witness testified that defendant realized the 
need for uniformity in its rates on low-grade cedar logs and 
submitted a proposition to make the pine lumber distance scale 
applicable generally on all cedar products, except cedar lumber 
and boards and squared cedar, not because of any similarity 
between pine lumber and cedar products, but because it was 
felt that it would be a fair adjustment of the situation. The 
proposed scale would result in reductions varying from 1 cent 
to 3% cents per 100 pounds from six of the points specified in 
the complaint and an increase of 1 cent from two points. Rates 
to local pencil factory points also would be increased. 

Upon all of the facts of record we find that the rates 
charged by defendant for the transportation of low-grade cedar 
logs in carloads from Burrows Switch, Guntersville, Stevenson, 
Huntsville, Bridgeport, Montague (Mount Carmel), Belvidere 
and Jasper to Atlanta are not shown to be unduly prejudicial, 
but that they are unreasonable and for the future will be to 
the extent that they exceed the rates contemporaneously ap- 
plied to the transportation of common logs in carloads from 
the same points of origin to Atlanta. 

The complaint asks the establishment of rates from all 
points on defendant’s line. Complainant’s testimony, however, 
related particularly to the points of origin specified in the com- 
plaint, and a more complete showing of conditions surrounding 
this traffic on defendant’s entire system is essential to a finding 
giving a rule for general application. 

Defendant’s rates on cedar logs originally were published 
for the movement of high-grade cedar and are not questioned 
in their application to high-grade cedar logs. The gradual dis- 
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appearance of high-grade cedar and the establishment of pen- 
cil slat factories in the territory involved created a market for 
low-grade cedar logs for manufacture into pencil wood. Under 
these circumstances we find that reparation should not be 
awarded on shipments of low-grade cedar logs which moved 
prior to our finding herein, and complainant’s claim for repara- 
tion accordingly is denied. 
An appropriate order will be entered. 


RATES ON CEDAR LOGS 


CASE NO. 7018. (35 I. C. C., 90-93) 
NEBRASKA BRIDGE SUPPLY AND LUMBER CO. VS. ALA- 
BAMA GREAT SOUTHERN R. R. CO. ET AL. 


Submitted Jan. 25, 1915. Decided July 3, 1915. 


1, Cedar Log Rates Unreasonable.—Rates for the transportation 
of low-grade cedar logs in carloads from Wauhatchie, 
Tenn., New England, Sulphur Springs and Rising Fawn, 
Ga., and Keener, Portersville, Collinsville and Argo, Ala., to 
Atlanta, Ga., found to be unreasonable to the extent that 
they exceed the rates contemporaneously applicable to the 
transportation of’ common logs in carloads from and to the 
same points. Rates on this basis prescribed for the future. 

2. Reparation Limited.—Reparation awarded on shipments on 
which joint rates in excess of the aggregate of intermediate 
rates were charged. 





E. J. McVann for complainant; R. Walton Moore and M. 
Carter Hall for defendants. : 


BY THE COMMISSION: 

Complainant is a corporation engaged in the wholesale 
lumber business, with principal office at Omaha, Neb. By com- 
plaint, filed June 15, 1914, it alleges that rates charged for the 
transportation of 34 carload shipments of cedar poles, posts, 
piling and logs from uhatchie, Tenn., New England, Sulphur 
Springs and Rising Fawn, Ga.,and Keener, Portersville, Collins- 
ville and Argo, Ala., to Atlanta, Ga., between June 14, 1911, and 
April 8, 1914, were unreasonable and unjustly discriminatory in 
comparison with the rates applicable to the transportation of 
common and cedar lumber, and in violation of Section 4 of the 
act. Reparation is asked and the establishment of reasonable 
and non-discriminatory rates for the future. The claims were 
presented within two years after they accrued. 

The shipments consisted of low-grade cedar logs, including 
posts, poles and piling, not suitable for manufacture into lum- 
ber or for export, intended for manufacture into pencil slats, 
averaging 35,338 pounds per car, and worth from $150 to $170 
per car. The service required for such shipments, the equip- 
ment used and the likelihood of loss or damage in transit are 
about the same as for common logs averaging 40,000 pounds 
per car and worth from $100 to $250 per car. Common lumber 
worth from $200 to $250 per carload is more liable to damage 
in transit than low-grade cedar logs. Cedar lumber is worth 
from $300 to $800 per carload and cannot be shipped in open 
cars. 

The points of origin involved are local points on the Ala- 
bama Great Southern between Birmingham, Ala., and Chatta- 
nooga, Tenn., except Wauhatchie, which is served also by the 
Nashville, Chattanooga & St. Louis Railway. The shipments 
moved over the originating line to Chattanooga or Birmingham, 
and thence over the Southern Railway or Central of Georgia 
Railway to Atlanta. Joint rates apply over the Alabama Great 
Southern and Southern Railway except from Wauhatchie and 
Argo. The Central of Georgia and Nashville, Chattanooga & 
St. Louis railways do not participate in joint rates. ._The sub- 
joined table shows the rates, in cents per 100 pounds, to At- 
lanta; column 1, joint rates, column 2, combination rates, in 
eect in connection with the Central of Georgia and Nashville, 
Chattanooga & St. Louis railways. Column 3 shows the rates 
asked by complainant at the hearing in lieu of the rates asked 
in the complaint, which were based on the joint rate of 11 
cents applicable on common and cedar lumber from the points 
involved to Atlanta, except from Wauhatchie, intermediate to At- 
lanta from New England, where a combination rate of 11 cents 
applies on lumber. 


From— Miles. 1 2 3 
Wauhatchie, Tenn. ............- 143 None 14 9 
New England, Ga. ...cccccccces 152 16% 14% 91% 
Rising Fawn, Ga. ....-cecseees - 163 17 15 10 
Sulphur Springs, Ga. .........4. 168 17% 15% 10 
ME, RS oc nebecocecdscctns sean 188 None * 15 13 
Portersville, Ala. ...--..0--eeee- 198 17 16 11% 
Collinsville, Ale. ....ccccccccees 203 17 16 11% 
pe een ee 212 16% 16 12% 

ROTO £6005 ches s.000 eis ees 178.3 16.87 15.22 10.87 

Average ton-mile earnings.. ... 1.89 1.71 1.219 


*Combination on Birmingham, Ala. 


The rates asked are the distance rates on common logs 
from the points of origin involved to Chattanooga based on the 
scale approved in Chattanooga Log Rates, 30 I. C. C., 36 (The 
Traffic World, May 2, 1914, p. 842), plus the rate of 7 cents on 
common logs and lumber from Chattanooga to Atlanta. These 
rates are asked in connection with the Nashville, Chattanooga 
& St. Louis, which operates the Western & Atlantic Railroad 
from Chattanooga to Atlanta, as well as in connection with the 
Central of Georgia and the Southern. : 

The combination rates over the Alabama Great Southern- 
Southern route are the same as over the other routes and less 
than the joint rates shown. The joint rates were established 
in 1911 without the necessary authority for departures from the 
aggregate of intermediate rates rule of the fourth section. The 
carriers admit they were published unlawfully and state that 
they will be canceled. They should be canceled and without 
delay. 

Rates on logs and lumber from the producing territory in- 
volved to Atlanta are blanketed, defendants state, to enable 
producers on the Alabama Great Southern to compete for At- 
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lanta business with producers on lines having direct routes 
from Chattanooga and Birmingham and Attalla, Ala., midway 
between Chattanooga and Birmingham. Defendants state also 
that southern lines’ rates on cedar logs and lumber generally 
are made 3 cents higher than the rates on common lumber, but 
with the admission that the 1l-cent rate described on lumber 
applies without restriction as to kinds of wood, and that it 
would apply on cedar lumber. The admission is qualified in 
turn by the statement that cedar lumber was not excluded, 
because the cedar growing along the Alabama Great Southern’s 
line is not and never has been of sufficient size'for manufacture 
into lumber. A blanket rate of 14 cents from all of the points 
involved is proposed. Rates of 16 cents on cedar logs and lum- 
ber are cited by defendants, applicable from the points of origin 
named in the complaint to Nashville, for distances ranging 
from 157 miles to 273 miles; rates ranging from 12.5 cents to 
16.5 cents from the same points to Greenville, Ala., by way of 
Birmingham and the Louisville & Nashville Railroad, for about 
the same distances; a rate of 14 cents on cedar logs and lumber 
from points on the Pensacola and Atlantic division of the 
Louisville & Nashville Railroad to Greenville; a rate of 16% 
cents from points on the Seaboard Air Line between Atlanta 
and Birmingham to Athens, Tenn.; a rate of 14 cents from 
points on the Georgia Railroad to Chattanooga; and a rate of 
16 cents from points on the Northern Alabama Railway and on 
the Louisville & Nashville Railroad south of Decatur, Ala., to 
Nashville, Ala., for about the same distances. The rates cited 
are 3 cents higher generally than the corresponding rates on 
common logs and lumber and apply without distinction to high- 
grade and low-grade cedar logs. 

-A transcript of portions of the testimony in Nebraska 
Bridge Supply and Lumber Co. vs. N. C. & St. L. Ry., ante, 
page 86, was made a part of the record herein. We held in 
that case that the rates on low-grade cedar logs from certain 
points on the Nashville, Chattanooga & St. Louis Railway in 
Alabama and Tennessee to Atlanta were unreasonable to the 
extent that they exceeded the rates: contemporaneously ap- 
plicable to common logs from and to the same points. No sub- 
stantial difference in transportation conditions appears for the 
transportation involved in this case, and upon all of the facts 
disclosed we find that defendants’: rates for the transporta- 
tion of low-grade cedar logs in carloads from Wauhatchie, New 
England, Sulphur Springs, Rising Fawn, Keener, Portersville, 
Collinsville and Argo to Atlanta are unreasonable to the extent 
that they exceed the rates contemporaneously applicable to 
the transportation of common logs in carloads from the same 
points of origin to Atlanta, which basis will be prescribed as a 
reasonable maximum basis for the future. Reparation was 
denied in the Nebraska Bridge Supply and Lumber Co. case 
‘cited, and following that case will be denied here except as 
hereinafter stated. We find no unjust discrimination. As 
previously stated, cedar lumber is not produced in the pro- 
ducing territory involved. And as low-grade cedar logs 
are used chiefly for pencil wood and constitute practically the 
only kind of wood used for making pencils except California 
redwood, such logs do not compete with other varieties of logs 
and lumber. 

We further find that complainant made shipments of low- 
grade cedar logs from New England, Rising Fawn, Sulphur 
Springs, Collinsville and Keener to Atlanta in accordance with 
the foregoing statement of facts and paid and bore charges 
thereon at joint rates in excess of the aggregate of the inter- 
mediate rates applicable; that the charges paid were un- 
reasonable; that complainant has been damaged to the extent 
of the difference between the charges paid and the charges 
that would have accrued on the basis of the aggregates of 
intermediate rates applicable, and that it is entitled to repara- 
tion with interest. As the precise amount of reparation due 
cannot be determined from the record, complainant should pre- 
pare a statement showing as to each shipment on which 
reparation is due, the date of shipment, points of origin and 
destination, car number and initials, route, weight, rate applied, 
charges collected, and the amount of reparation due under our 
findings herein, which statement should be submitted to de- 
fendants for verification. Upon receipt of a statement so pre- 
pared by complainant and verified by defendants, we will con- 
sider further issuing an order awarding reparation. 

Undercharges of 83 cents and $1.73 are outstanding on two 
shipments that originated at Sulphur Springs and New England, 
respectively, delivered at Atlanta by the Central of Georgia. A 
further undercharge of 91 cents on a shipment from. Sulphur 
Springs delivered by the Southern Railway may be waived, as 
ph <<. aga is due on that shipment in excess of the under- 
charge. 





ORDER. 


It is ordered, That the above-named defendants be, and 
they are hereby, notified and required to cease and desist, on 
or before Sept. 15, 1915, and thereafter to abstain, from charg- 
ing, demanding, collecting or receiving their present rates for 
the transportation of low-grade cedar logs in carloads from 
Wauhatchie, Tenn., New England, Sulphur Springs and Rising 
Fawn, Ga., and Keener, Portersville, Collinsville and Argo, Ala., 
to Atlanta, Ga. 

It is further ordered, That said defendants be, and they 
are hereby, notified and required to establish, on or before 
Sept. 15, 1915, upon notice to the Interstate Commerce Com- 
mission and to the general public by not less than five days’ 
filing and posting in the manner prescribed in Section 6 of the 
Act to regulate commerce, and thereafter to maintain and 
apply to the transportation of low-grade cedar logs in carloads 
from Wauhatchie, Tenn., New England, Sulphur Springs and 
Rising Fawn, Ga., and Keener, Portersville, Collinsville and 
Argo, Ala., to Atlanta, Ga., rates not in excess of those con- 
temporaneously maintained by them for the transportation of 
common logs in carloads between the same points of origin and 
destination. ; 

And it is further ordered, That this order shall continue in 
force for a period of not less than two years from the date 
when it shall take effect. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 53 


The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 
The Western Classification Committee will, on the dates 
and at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 53. Inter- 
ested persons desiring to appear and present arguments will 
be heard in the committee conference room, 1875 Transportation 
Building, Chicago, unless another locality is stated. 


TUESDAY, SEPTEMBER 7. 


Docket No. 459—10:00 A. M. 

Descriptions by Uniform and Ratings 
by Western Classification Committee. 

Hardware, not otherwise indexed by name: Iron or Steel: In 
barrels, boxes, bundles or crates, L. C. L., second class; in 
packages named, c. L., minimum weight, 30,000 pounds, 
fourth class. 

Other than iron or steel, in barrels or boxes, second class. 
(Cancels Item 10, Foae 200.) 

Springs: Door: In barrels or boxes, Cc. L., second class; in 
packages named, C. L., to Me weight 30,000 pounds, 
fourth class. 

Door Knobs: In barrels or boxes, L. C. L., second class; in 
packages named, C. L., minimum weight 30,000 pounds, 
third class. 

Locks, not otherwise indexed by name: In barrels or boxes, 
L. C. L., second class; in packages named, C. L., minimum 
weight 30,000 pounds, fourth class. 

Bolts: Door or Window: Iron or Steel: In barrels or boxes, 
L. C. L., second class; in packages named, C. L., minimum 
weight, 30,000 pounds, ‘fourth class. 

Other than iron or steel, in barrels or boxes, second class. 
(Cancels Item 24, Page 123.) 





Docket No. 460—10:45 A, M. 
Descriptions by Uniform and Ratings 
by Western Classification Committee. 
Electrical Applainces: Junction Boxes or Cabinets: 


ae. with interior fittings or without fittings: In boxes, 
Cc. L., first class; in boxes, C. L., minimum weight 30,000 
ae ‘third class. 

Brass, with interior fittings or without fittings: In boxes, 
L. C. L., first class; in boxes, C. L., minimum weight 30,000 
pounds, third class. 

Iron or Steel, with interior fittings: In barrels or boxes, L. 

.c. L., first class; in packages named, C, L., minimum 
weight 30,000 pounds, Class A. 

Iron or Steel, without fittings: In barrels or boxes, L. C. L., 
second class; in packages named, C. L., minimum weight 
30,000 pounds, fourth class. 

(Cancels Junction Boxes from Item 57, Page 166, Classification 
53—U-3245.) 


Docket No. 461—11:15 A. M. Submitted by Shippers. 

Crayons: School or Marking: In barrels or boxes, L. C. L., 

third class: in packages named, straight or mixed C. L., 
minimum weight 30,000 pounds, fifth class. 
(To cancel Item 10, Page 157.) 


Docket No. 462—11:30 A. M. Submitted by Shippers. 
Agricultural Implements, Other than Hand: Stack Cover 
Chains, in bundles, second class. 
(New entry.) 


Docket No. 463—11:45 A. M. Submitted by Shippers. 
Lamps: Furnace, Cast Iron, in barrels or boxes, third class. 


Docket No. 464—1:30 P. M. 

Submitted by Uniform Classification Committee. 
Puddings, in metal cans, in boxes, second class. 
(Cancels Items 13, 14 and 15, Page 281, Classification 53—U. 4.) 


Docket No. 465—1:45 P. M. Submitted by Shippers. 

Wheel Channels, Flanges, Rims, Rings, side or locking, or Tires, 
iron or steel, coppered, galvanized or plain: Weighing each 
less than 25 pounds, loose, or in bundles weighing less than 
25 pounds, L. C. L., first class; weighing each 25 pounds, or 
over, loose, or in bundles weighing 25 pounds or over, lL. C. 
L., third class; in barrels, boxes or crates, L. C. L., third 
class; loose or in packages named, C. L., minimum weight 
30,000 pounds, fifth class. 

(Cancels Item 35, Page 329.) 


Docket No. 466—2:15 P. M. Submitted by Shippers. 
Hog Oilers, Cast Iron: On skids, L. C. L., third class; on 
skids, straight C. L., minimum weight 36,000 pounds, or in 
mixed C. L., with insecticide, in metal cans, completely 
jacketed, in boxes (subject to Rule 21B), fifth class. 
(To Cancel Item 3, Page 202.) 


Docket No. 467—2:30 P. M. Submitted by Shippers. 
Machinery and Machines: Trench Fillers, on own wheels, L. C. 
L., first class; C. L., minimum weight 24,000 pounds (sub- 
ject to Rule 6B), Class A. 
Also to mix in C. L. with Concrete Mixing Machines. 
(New item.) 
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Docket No. 468—3:00 P. M. Submitted by Shippers. 

Automobile Engine Starters: In boxes, L. C. L., second class; 

in boxes, C. L., minimum weight 30,000 pounds, fifth class. 
(New item.) 


Docket No. 469—3:30 P. M. 
Descriptions by Uniform and Ratings 
by Western Classification Committee. 
Athletic, Gymnastic and Sporting Goods: 

Billiard or Pool Tables, or parts thereof, finished with or 
without slabs or slates, including not more than one set of 
composition billiard or composition pool balls, shake balls 
and shake bottles with each table, in boxes with parts of 
tables to which they belong: In boxes or crates, L. C. L., 
first class; in packages named, straight or mixed C. L., 
aes weight 20,000 pounds (subject to Rule 6B), third 
class. 

Billiard or Pool Tables, or parts thereof, finished or in the 
white, ball racks, cues, cue bridges, cue cabinets, cue racks, 
cue racks and coat closets combined, markers, pin pool 
boards, pool pins, slabs, slates, table covers or triangles, 
including not more than one set of composition billiard or 
composition pool balls, shake balls and shake bottles with 
each table, in packages named for L. C. L. or any quantity 
shipments, mixed C. L., minimum weight 20,000 pounds 
(subject to Rule 6B), third class. 

(Cancels Item 24, Page 111, and Item 1, Page 112.) 


Docket No. 470—4:00 P. M. 
Descriptions by Uniform and Ratings 
by Western Classification Committee. 
Phosphorus, not otherwise indexed by name: In metal cans, 
packed in boxes, L. C. L., Class D1; in metal cans, packed 
in boxes, C. L., minimum weight 12,000 pounds (subject to 
Rule 6B), first class. 
(Cancels Item 18, Page 269, Classification 53—U. 3388.) 


WEDNESDAY, SEPTEMBER 8. 
Docket No. 471—10:00 A. M. 
Descriptions by Uniform and Ratings 
by Western Classification Committee. 





Furniture: 
Chairs, Rolling or Invalid, wheeled: 
Ss. on” wheels on or off, in boxes or crates, L. C. L., class 


Folded or K. D., other than K. D. flat, wheels off: In 
crates, L. C. .. one and one-half times first class; in 
boxes, L. C. L, One and one-half times first class. 

S. U., folded or K. D., other than K. D., flat, in boxes or 
crates, straight or mixed C. L., minimum weight 10,000 
pounds (subject to Rule 6B), second class, 

K. D., flat, in boxes or crates, L. C. L., first class; in pack- 
ages named, straight or mixed C. L., minimum weight 
24,000 pounds (subject to Rule 6B), fourth class. 

(Cancels Item 22, Page 186, Classification 53—Uniform 3351.) 


Docket No. 472—10:30 A. M. 
Descriptions by Uniform and Ratings 
by Western Classification Committee. 
Sash, Steel Bar, Unglazed: Loose or in packages, L. C. L., sec- 
ond class; loose or in packages, C. L., minimum weight 
24,000 pounds (subject to Rule 6B), fourth class. 
(Cancels Item 2, Page 211, Classification No. 53—U. 3342.) 


Docket No. 473—10:45 A. M. 
Descriptions by Uniform and Ratings 
by Western Classification Committee. 
Conduits or Conduit Connections, for interior work, flexible: 
Iron or Steel, in bundles or coils, L. C. L., fourth class; in 
barrels, boxes or crates, L. C. L., fourth class; in packages 
named, C. L., minimum weight 36,000 pounds, fifth class. 
Other than Iron or Steel, in bundles or coils, L. C. L., first 
class; in barrels, boxes or crates, L. C. L., first class; in 
packages named, C. L., minimum weight 30,000 pounds, 
third class. 
(Cancels Items 20 and 1 i Classification No. 53— 
I. , 


Docket No. 474—11:00 A. M. 
Descriptions by Uniform and Ratings 
by Western Classification Committee. 
Sugar: Beet or Cane: In single bags, L. C. L., third class; in 
double bags (see Note), or in barrels or boxes, L. C. L., 
fourth class; in packages named, C. L., minimum weight 
33,000 pounds, fifth class. 

Note.—The ratings for Beet or Cane Sugar in double bags 
will apply when the inner bag is made of cloth or paper, 
either separate from the outer bag or pasted to it, if both 
bags are securely closed at the mouth, 

(Cancels Item 25, Page 308, Sup. 4.) 


Docket No. 475—11:30 A. M. 
Descriptions by Uniform and Ratings 
by Western Classification Committee. 
Retorts: 

Gas, Clay: In barrels, boxes or crates, L. C. L., second class; 
loose or in packages, C. L., minimum weight 24,000 pounds 
(subject to Rule 6B), fifth class, 

Gas, Clay, loose or in packages, and Fire Brick or Fire Clay, 
loose or in packages, mixed C. L., minimum weight 30,000 
pounds, fifth class. 

Tron or Steel: Loose or in packages, L. C. L., fourth class; 
loose or in packages, C,. L., minimum weight 36,000 pounds, 
fifth class. 

(Cancels Items 2, 3 and 5, Page 243, Classification 53, U. Sup. 4.) 


Docket No. 476—1:30 P. M. 
Descriptions by Uniform and Ratings 
by Western Classification Committee. 
Posts: Lamp: 
Copper, Brass or Bronze, in boxes or crates, second class. 
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Iron or Steel, loose or in packages, L. C. L., third class; loose 
= in packages, C. L.; minimum weight 36,000 pounds, fifth 
class. 

Wooden: Loose or in packages, L. C. L., third class; loose or 
in packages, C. L., minimum weight 36,000 pounds, Class B. 

Posts, Not Otherwise Indexed by Name: 

Cement or Concrete, loose or in packages, L. C. L., fourth 
class; loose or in packages, C. L., minimum weight 36,000 
pounds, fifth class. 

Iron or Steel, loose or in packages, L. C. L., fourth class; 
loose or in packages, C. L., minimum weight 36,000 pounds, 
fifth class. 

Wooden, loose or in packages, L. C. L., fourth class; loose or 
in packages, C. L., minimum weight 36,000 pounds, Class B. 

(To cancel Items 4, Page 126; 18, Page 141; 16, Page 209; 2 

and 3, Page 215; 11, Page 224; 24 and 27, Page 277; 5, Page 

298, in part.) 


Docket No. 477—2:00 P. M. 
Descriptions by Uniform and Ratings 
by Western Classification Committee. 
Machinery and Machines: Conveyors and Conveyor Parts: 

Spiral Screw Conveyors: Loose or in packages, L. C. L., first 
class; loose or in packages, C. L., minimum weight 24,000 
pounds (subject to Rule 6B and. Note 3), Class A. 

Spiral Screw Conveyor Parts: 

Box Ends (Trough Ends), iron or steel, loose or in pack- 
ages, L. C. L., first class. 

Box Linings (Trough Linings), iron or steel, in bundles, L. 
Cc. L., first class. 

Boxes (Troughs), iron or steel, with gear attached, loose or 
in packages, L. C. L., first claSs; iron or steel, without 
gear, loose or in packages, L. C. L., first class; wooden, 
loose or in packages, L. C. L., first class. 

Flights, iron or steel, loose or in packages, L. C. L., first 
class. 

Gates, iron or steel, loose or in packages, L. C. L., first 
class. 

Spirals (Flights mounted on pipe), iron or steel, loose or 
in packages, L. C. L., first class. 

Box Ends (Trough Ends), iron or steel; Box Linings 
(Trough Linings), iron or steel; Boxes (Troughs), iron, 
steel or wood: Flights, iron or steel; Gates, iron or steel; 
Spirals (Flights mounted on pipe), iron or steel, loose or 
in packages, straight or mixed C. L., minimum weight 
24,000 pounds (subject to Rule 6B), Class A. 

Gravity Chute Conveyors, Iron or Steel: S. U. or in S. U. 
Sections, loose or in packages, L. C. L., first class; K. D., 
fiat, in boxes, bundles or crates, L. C. L., third class; 
loose or in packages, C. L., minimum weight 24,000 
pounds (subject to Rule 6B), Class A. 

Gravity Roller Conveyors: S. U. or in S. U. sections, loose or in 
packages, L. C. L., first class; K. D., loose or in pack- 
ages, L. C. L., third class; loose or in packages, C. L., 
minimum weight 24,000 pounds (subject to Rule 6B), 
Class A. 

Gravity Chute Conveyors, iron or steel, loose or in packages, 
and Gravity Roller Conveyors, loose or in packages, mixed 
Cc. L., or in mixed C. L. with Elevator Machines, loose or 
in packages, C. L., minimum weight 24,000 pounds (sub- 
ject to Rule 6B), Class A. 

(Cancels Items 11, 12 and, 13, Page 229.) 


Docket No. 478—2:30 P. M. 

Descriptions by Uniform and Ratings 
by Western Classification Committee. 

Frames: Bucksaw: In bundles, L. C. L., first class; in boxes 

‘or crates, L. C. L., second class; in packages named, C. L., 
minimum .weight 30,000 pounds, fifth class. 

Saws: Buck, in boxes or crates, L. C. L., second class; Saws, 
not otherwise indexed by name, in boxes or crates, L. C. L., 
second class; in packages named, straight or mixed C. L., 
minimum weight 30,000 pounds, third class. 

Saw Blades: On boards, L. C. L., first class; in crates, L. C. L., 
first class; in boxes, L. C. L., second class; in packages 
named, C. L., minimum weight 30,000 pounds, third class. 

Machinery and Machines: 

Saw Frames, Circular or Drag, with or without equipment of 
Jacks or Saw Blades: S. U., Saw Blades on boards or in 
boxes or crates, other parts loose or in packages, L. C. L., 
one and one-half times first class; K. D., Saw Blades on 
boards or in boxes or crates, other parts in boxes, bundles 
or crates, L. C. L., second class; loose or in packages as 
specified for L. C. L., shipments, straight or mixed C. L., 
minimum weight 24,000 pounds (subject to Rule 6B), 
Class A. 

(To cancel Items 15, Page 179; 18, Page 237; 1 and 2, Page 318.) 


Docket No. 479—3:00 P. M. Submitted by Shippers. 
Stampings or Drawings, Iron or Steel Not otherwise indexed by 
name: In boxes, barrels or crates, L. C. L., third class; in 
packages named, C. L., minimum weight 36,000 pounds, 
fifth class. 
(New item.) 


Docket No. 480—3:30 P. M. Submitted by Shippers. 
Wax: Candelilla: In bags, barrels or boxes, Cc. 1., third 
class: in packages named, C. L., minimum weight 30,900 
pounds, fifth class. 
(Cancels Item 17, Page 333.) 

Docket No. 481—4:00 P. M. ; 
Descriptions by Uniform and Ratings 
by Western Classification Committee. 

Elevator Buckets: Iron or Steel: 

Cast: Not nested: Weighing each 25 pounds or over, loose 
or in bundles weighing each 25 pounds or over, L. C. L., 
second class; in bags, L. C. L., second class; in barrels, 
boxes or crates, L. C. L., second class. Nested: In bundles 
weighing each 25 pounds or over, L. C. L., third class; in 
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bags, L. C. L., third class; in barrels, boxes or crates, L. C. 
L., third. class. 
Other Than Cast: Not nested: Weighing each 25 pounds or 
over, loose or in bundles weighing each 25 pounds or over, 
L. C. L., second class; in bags, L. C. L., second class; in 
barrels, boxes or crates, L. C. L., second class. Nested: 
In bundles weighing each 25 pounds or over, L. C. L., third 
class; in bags, L. C. L., third class; in barrels, boxes or 
crates, L. C. L., third class. 
Cast or Other Than Cast, loose or in packages, C. L., mini- 
mum weight 30,000 pounds, Class A. 
Elevator Buckets: Tin: Not nested, in barrels, boxes or crates, 
first class; nested, in barrels, boxes or crates, second class. 
Elevator Buckets: Metal, Other Than Iron, Steel or Tin: Not 
nested, in barrels, boxes or crates, first class; nested, in 
barrels, boxes or crates, second class. 
(Cancels Items 18, 19 and 20, Page 230.) 


THURSDAY, SEPTEMBER 9. 
Docket No. 482—10:00 A. M. Submitted by Shippers. 
Signs: Electric, Metal, with or without glass letter or prism 
inserts, but not including bulbs or lamps, in boxes or crates, 
second class. 
(To cancel Item 182, Sup. 6.) 


Docket No. 483—10:30 A. M. Submitted by Shippers. 
Hydrogen, Peroxide of: In glass or earthenware, packed in 
barrels or boxes, C. L., minimum weight 30,000 pounds, 
fourth class. 
(To amend Item 6, Page 204.) 


Docket No. 484—10:45 A, M. Submitted by Shippers. 
Spark Coils, make and break, in boxes, third class. 
(New item.) 


Docket No. 485—11:00 A. M. Submitted by Shippers. 
Paper Articles: Flower Pots, Paper or Pulpboard: S. U 
nested, in boxes or crates, third class. 

(To amend Item 8, Page 266.) 


Docket No. 486—11:15 A. M. Submitted by Shippers 

Paper: Wrapping, Clothlined, Not Gummed: In boxes, bundles, 
crates or rolls, L. C..L., third class; in packages named, 
Cc. L., minimum weight 30,000 pounds, fifth class. 


Docket No. 487—11:30 A. M. 
Submitted by Uniform Classification Committee. 


? 


Roofing: 

Composition or Prepared (see Note 1): In rolls (see Note 2), 
L. ©. L., fourth class; in rolls (see Note 2), C. L., minimum 
weight 36,000 pounds, fifth class. 

Note 1.—Ratings apply on Felt or Paper saturated with 
Asphalt, Pitch, Tar or similar materials, coated or not 
coated, 

Note 2.—Each roll may contain liquid cement, tin roofing 
caps, nails or wooden strips sufficient to lay it. 

Iron or Steel, Not Otherwise Indexed by Name (see Note): In 
boxes, bundles, crates or rolls, L. C. L., fourth class; loose 
= in packages, C. L., minimum weight 36,000 pounds, fifth 
class. 

Note.—Each package may contain cleats, fasteners, nails 
or washers sufficient to lay it. 

Roofing or Sheathing, Iron or Steel, Asbestos and Asphalt 
Coated: In boxes or crates, L. C. L, third class; loose or in 
packages, C. L., minimum weight 36,000 pounds, fifth class. 

(Cancels Items 4, Page 110; 24, Page 267; Iron Roofing out of 
Item 1, Page 268, and provides mixed C. L. rating only on 
Iron Roofing in Item 3, Page 268.) 


Docket No. 488—2:00 P. M. 


Descriptions by Uniform and Ratings 

; by Western Classification Committee. 

Nails or Spikes: 

Copper, Brass or Bronze, not plated: In barrels or boxes, 
L. C. L., second class; in packages named, C. L., minimum 
weight 30,000 pounds, fourth class, 

Iron or Steel: 

Horse Shoe Nails: In barrels or boxes, L. C. L., third class; 
in packages named, C. L., minimum weight 36,000 pounds, 
fifth class. 

Nails or Spikes, Iron or Steel, not otherwise indexed by name: 

Cement Coated: In bags, L. C. L., second class; in boxes or 
kegs, Cc. L., fourth class; in packages named, C. L., 
minimum weight 36,000 pounds, fifth class. 

Copper, Brass or Bronze Coated: In bags, L. C. L., second 
class; in boxes, L. C. L., third class;.in kegs, L. C. L, 
third class; in packages named, C. L., minimum weight 
36,000 pounds, fifth class. 

Galvanized or Plain: In bags, L. C. L., second class; in boxes, 
L. C. L., fourth class; in kegs, L. C. L., fourth class; in 
ee named, C. L., minimum weight 36,000 pounds, fifth 
class. 

Japanned or Tinned: In bags, L. C. L., second class; in bar- 
rels or boxes, L. C. L., third class; in packages named, 
Cc. L., minimum weight 36,000 pounds, fifth class. 

Mixed carloads of two or more kinds of Nails or Spikes, as 
specified under Nails or Spikes, iron or steel, not otherwise 
indexed by name, in packages provided for straight carload 
shipments, will be taken at the highest rating provided for 
carload quantities of any article in the shipment, minimum 
weight 36,000 pounds. 

Nickel plated, in barrels or boxes, second class, 

Silver plated, in barrels or boxes, first class, 

Tacks: 

Copper, Brass or Bronze, or Iron or Steel Wire With Copper, 
Brass or Bronze Heads: In inner containers in barrels or 
boxes, L. C. L., second class; in bulk in barrels or boxes, 
L. C. L., second class; in packages named, C. L., minimum 
weight 30,000 pounds, fourth class. 

Iron or Steel or Iron or Steel Wire: In barrels or boxes, L. 
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Cc. L., third class; in packages named, C. L., minimum 
weight 36,000 pounds, fourth class. 

(Cancels Items 2, Page 154; 23, 24, 25, 26, 27, 28, 29, 30, 31, 32, 
33, 34 and 35, Page 248, Classification No. 53, U. 3095-3203.) 


Docket No. 489—2:45 P. M. 
Submitted by Uniform Classification Committee. 
Trunk Parts: : 
Trunk Boxes, Wooden, in the white: Not nested, loose or in 
packages, L. C. L., first class; not nested, loose or in pack- 
ages, C. L., minimum weight 10,000 pounds (subject to Rule 
6B), second class, 
Boxes, nested, Trays K. D., in boxes, bundles or crates, L. C. 
L., second class. ; 
Boxes, nested, Trays K. D., loose or in packages, C. L., mini- 
mum weight 24,000 pounds (subject to Rule 6B), fourth 
class, 
Trunk Top Material, Wooden, in the white: Nested, in bun- 
dles, L. C. L., second class; nested, in boxes or crates, L. 
c. L., third class; in packages named, C. L., minimum 
weight 30,000 pounds, fifth class. 
(Cancels Item 6, Page 320, Classification 53, Sup. 4.) 


Docket No. 490—3:00 P. M. 
Descriptions by Uniform and Ratings 
by Western Classification Committee. 
Vehicles, Hand: Barrows, Trucks or Wagons: 

Nose Trucks, loose or in packages, L. C. L., first class. 

Barrows, Trucks or Wagons, not otherwise indexed by name: 
With fixed bodies or with platform and standing ends, sides, 
stakes or standards, loose or in packages, L. C. L., first 
class. With platform, without standing ends, sides, stakes 
or standards, or with ends, sides, stakes or standards de- 
tached, loose or in packages, L. C. L., second class. 

Nose Trucks or Barrows, Trucks or Wagons, not otherwise 
indexed by name, loose or in packages, straight or mixed 
c. L., minimum weight 24,000 pounds (subject to Rule 6B), 
Class A, 

Trucks: With Basket Work Bodies: Not nested, loose, L. C. 
L., Class D1; in boxes or crates, L. C. L., one and one-half 
times first class. Nested, In bundles, L. C. L., Class D1; 
in boxes or crates. L. C. L., one and one-half times first 
class. Nested or not nested, loose or in packages, C. L., 
> oer weight 10,000 pounds (subject to Rule 6B), second 
class. 

Trucks: With Fibreboard or Chemically Hardened Fibre 
Bodies, With or Without Metal Covering: Loose, L. C. L., 
Class D1; in boxes or crates, L. C. L., first class; loose or 
in packages, C. L., minimum weight 10,000 pounds (subject 
to Rule 6B), second class. 

(Cancels Items 15, Page 208; 20, Page 242; 13 to 20, Page 319; 
22 to 29, Page 319.) 


Docket No. 491—4:00 P. M. Submitted by Shippers. 
Cotton Linters, in machine compressed bales, third class. 


FRIDAY, SEPTEMBER 10. 
Docket No. 492—10:00 A. M. Submitted by Shippers. 
Barrels or Drums, Iron Oil, second-hand, empty: Loose, L. C. 
L., fourth class; loose, C. L., minimum weight 16,000 pounds 
(subject to Rule 6B), Class D. 
(Cancels Item 1, page 139.) 


Docket No. 493—10:30 A. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Sewing Machines and Sewing Machine Parts: 

Sewing Machines, Cabinet or Table, S. U.: Heads and Hoods 
attached and not folded into cabinets or tables, in boxes or 
crates, L. C. L., first class; Heads and Hoods detached and 
secured between legs of tables, or with heads folded into 
cabinets or tables, in boxes or crates, L. C. L., first class; 
In packages named, C. L., minimum weight 16,000 pounds 
(subject to Rule 6B), third class; Cabinets or tables en- 
tirely taken apart, in boxes or crates, heads in boxes, L. 
c. L., second class; In packages named, C. L.,. minimum 

weight 24,000 pounds (subject to Rule 6B) fourth class. 
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Sewing Machines, Hand: In boxes, L. C. L., first class; in 
boxes, C. L., minimum weight 24,000 pounds (subject to 
Rule 6B), third class. 

Sewing Machines, Cabinet or Table, S. U., in boxes or crates, 
and Hand Sewing Machines, in boxes, mixed C. L., minimum 
weight 24,000 pounds (subject to Rule 6B), third class. 

Sewing Machines, Cabinet or Table, K. D., in boxes or crates, 
and Hand Sewing Machines, in boxes, mixed C. L., mini- 
— weight 24,000 pounds (subject to Rule 6B), fourth 
class. 

Sewing Machines, Cabinet or Table, S. U. and K. D., in boxes 
or crates, mixed C. L., minimum weight 24,000 pounds (sub- 
ject to Rule 6B), third class. 

Sewing Machines, Cabinet or Table, S. U. and K. D., in boxes 
or crates, and Hand Sewing Machines, in boxes, mixed C. 
L., minimum weight 24,000 pounds (subject to Rule 6B), 
third class. 

Sewing Machine Heads: In boxes, L. C. L., first class; In 
boxes, C. L., minimum weight 30,000 pounds, fourth class. 

Sewing Machine Stand Parts, iron or steel, consisting of 
Legs, Braces, Treadles, Treadle Rods, Wheels or Wheel 
Guards: In crates, L. C. L., second class; In boxes, L. C. 
L., third class; In packages or loose, C. L., minimum 
weight 30,000 pounds, Class A. 

Sewing Machine Parts, iron or steel, not otherwise indexed 
by name, in barrels or boxes, first class. 

Sewing Machine Attachments, metal, in boxes, first class. 

(Cancels Items 5, 6, 7, 8, 9, 10, 11 and 12, page 238.) 


Docket No. 494—11:30 A. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 


Boxes or Crates, wire and wood combined, but not interwoven, 
K. D.: In bundles or crates, L. Cc. L., third class; In pack- 
ages or loose, straight or mixed C. L., minimum weight 
24,000 pounds (subject to Rule 6B), Class B. 

Boxes or Crates, wire and wood woven, K. D., or Box or Crate 
Material, wire and wood woven: In bundles, crates or rolls. 
L. C. L., third class; In packages or loose, straight or mixed 
pe — weight 24,000 pounds (subject to Rule 6B), 

ass B. 
(Cancels Items 15 and 17, page 128, Memo. 3.) 


Docket No. 495—1:30 P. M. Submitted by Shippers. 
Stall Guards, iron or steel: Loose or in packages, L. C. ° 
third class; Loose or in packages, C. L., minimum weight 
24,000 pounds, fifth class. 
(To cance! Item 15, page 211.) 


Docket No. 496—1:40 P. M. Submitted by Shippers. 
Feed _ Racks, iron or steel: Not nested, L. C. L.. second class; 
Nested, in crates, L. C. L., third class; Folded flat, in 
bundles, L. C. L., third class; Loose or in packages, C. L., 
minimum weight 24,000 pounds, Class A. 
(To amend Item 3, page 210.) 


Docket No. 497—2:00 P. M. Submitted by Shippers. 
Fountains: 
Stock, Automatic, Cast Iron: Not nested, in barrels, boxes 
or crates, L. C. L., third class. 
(To amend Item 12, page 179.) 


Docket No, 498—2:30 P. M. 
Descriptions by Uniform and Ratings by 
E Western Classification Committee. 
Machinery and Machines: 
Condensers, Steam or Steam Condencers and Pumps, com- 
bined: In packages, loose or on skids, L. C. L., first class; 
In packages, loose or on skids. C. L., minimum weight 24,- 
000 pounds (subject to Rule 6B and Note 3), Class A, 
(Eliminates Condensers Ue 4 page 237, Classification 


Docket No. 499—3:00 P. M. Submitted by Shippers. 
Toilet Cases, containing Toilet or Manicure Sets, in boxes, 
first class. 

: (Cancels Item 22, page 316.) 








Docket of The Commission 


Note.—items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Daily and since the 
last issue of The Traffic World. Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 

August 20—Salt Lake City, Utah—Examiner Hall: 

* 1, & S. 617—Rates on condensed milk to California points. 

August 23—Helena, Mont.—Commissioner Hall: 

* 6151—Lindsay & Co., Ltd., et al. vs. Northern Pacific Ry. Co. 

* or  enieens Brewing Co. et al. vs. Great Northern Ry. Co. 
et al. 

oe 25—Great Falls, Mont.—Commissioner Hall: 

* 2—Royal Milling Co. vs. Great Northern Ry. Co, 

* 7893—Royal Milling Co. vs. Great Northern Ry. Co. 

* 7894—Royal Milling Co. vs. Great Northern Ry. Co. 

* a River Distilling Co. vs. Great Northern Ry. Co. 
et al, 


August 30—Grand Junction, Colo.—Commissioner Hall: 
* 1, & S. 674—Melon refrigeration charges. 


September 1—New York, N. Y.—Examiner Thurtell: 

* Fourth Section Application No. 10172, filed on behalf of the 
Southern Pacific Co.-Atlantic Steamship Lines, asking for 
authority to establish a set of extremely low commodity 

rates from New York Pier to the California ports without 

making such rates applicable to the intermediate points. 


September 2—Sioux Falls, S. D.—Examiner Ha gerty: 
* 5622—In the matter of rates on coal, C. ig points in 
Wyoming and Montana to points in South Dakota. 
September 2—Denver, Colo.—Commissioner Hall: 
* I. & S. 669—Rates on coal from Colorado and Wyoming mines. 
September 7—Adrian, Mich.—Examiner Flynn: 
7697—Peerless Wire Fence Co. vs. Wabash R. R. Co. et al. 
7850—F.. W. Prentice Co. vs. N. Y. C. R. R. Co. 
September 7—Norfolk, Va.—Examiner Brown: 
8039—Eastern Shore of Virginia Produce Exchange vs. N. Y. 
P. & N. R. R. Co. et al. 
8075—Eastern Shore of Virginia Produce Exchange vs. N. Y. 
P. & N. R. R. Co. et al. 
September 7—Cincinnati, Ohio—Examiner Mattingly: 
1. & S. 636—Rates on broomcorn to Cincinnati. 
ee 9 a E. Heyser Lumber Co. vs. K. & W. Va. R. R. Co. 
et al. 
September 7—Minneapolis, Minn.—Examiner Hagerty: 
* |. & S. 683—Rates on stone to Des Moines, Ia. 
* 6465—Pillsbury Flour Mills Co. vs. Great Northern Ry. Co. 
* 6069—Russell Creamery Co. vs. Great Northern Express Co. 
September 7—Baltimore, Md.—Examiner J. E. Smith: 
* 7889—Louis Muller & Co. et al. vs. C. B. & Q. R. R. Co. et al. 
* —— Tin Can Co. et al. vs. B. & O. R. R. Co. 
et al. 
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* 7937—T. M. Dinsmore & Co. vs. P. B. & W. R. R. Co. 
* 8110—H. E. Kriel vs. B. & O. R. R. Co. 


September 8—Cincinnati, Ohio—Examiner Mattingly: 
7632—Joseph Joseph Bros. & Co. vs. Me. Cent. R. R. Co. et al. 
7880—Ulland Coal Co. vs. LL. & N. R. R. Co. et al. 
8026—Prendergast Co. vs. Alabama Great Southern R. R. Co. 

et al. 


September 8—Minneapolis, Minn.—Examiner Haggerty: 

* 7409—Reeves Coal Co. vs. Chicago, Milwaukee & St. Paul Ry. 
Co. 

* 7578—Osceola Mill and Elevator Co. vs. M. St. P. & S. S. M. 
Ry. Co. et al. 

* — Elevator Co. vs. Fairmount & Veblen R. R. Co. 
et al. 


September 8—Little Rock, Ark.—Examiner Wilson: 
* 7847—Darragh Co. vs. C. R. I. & P. Ry. Co. et al. 


GHeptember 8—Philadelphia, Pa.—Examiner Gibson: 
l. & S. 650—Rates on cement to Long Island points. 


September 8&—New York, N. Y.—Examiner Burnside: 
* |, & S. Docket No. 613—New York-Jersey City ferry rates. 


fHeptember 8—St. Louis, Mo.—Examiner Gutheim: 
|. & S. 647—Rates on lumber to Wisconsin points. 


September 9—Philadelphia, Pa.—Examiner J. E. Smith: 

a Webster & Co. vs. Philadelphia & Reading Ry. 
o. et al. 

September 9—Philadelphia, Pa.—Examiner Gibson: 

l. & S. 661—Allowances on anthracite coal at Hauto & Nes- 
quehoning, Pa. 

September 9—Detroit, Mich.—Examiner Flynn: 
7415—Ford Motor Co, vs. G. T. Wn. Ry. Co. et al. 
6511—Michigan Seating Co. vs. G. T. N. W. Ry. Co. et al. 
7496—City Ice Delivery vs. P. M. R. R. Co. et al. 


September 9—Washington, D. C.—Examiner Gartner: 
* 1, & S. 7i—Coal and coke from points on the L. & N. to 
points on the Big Four R. R. 
* 1, & S. 321—Coal rates from Virginia mines. 
* I, & S. 625—Coke rates from Virginia points. 
* |, & S. 633—Coa!l rates from Virginia mines. 
September 9—Cincinnati, Ohio—Examiner Mattingly: 
* 8058—W. H. Settle & Co. vs. Alabama Great Southern R. R. 
R. R. Co. et al. 
* 8087—E. C. Bradley Lumber Co. vs. 
Northern R. R. Co. et al. 
September 9—Minneapolis, Minn.—Examiner Haggerty: 
* 7746—International Lumber Co. vs. Canadian Northern Ry. 
Co. et al. 
* 7802—Minnesota & Ontario Power Co. vs. C. St. P. M. & O. 
Ry. Co. et al. 
* 7831—C. A. Kaye vs. Canadian Northern Ry. Co. et al. 
September 10—Charleston, S. C.—Examiner Brown: 
8081—Charleston & Norfolk S. S. Co. vs. C. & O. Ry. Co. et al. 
8082—Freight Adjustment Steering Committee of Charleston 
vs. C. N. O. & T. P. Ry. Co. et al. 
September 10—Muskogee, Okla.—Examiner Wilson: 
* 8043—American Refining Co. vs. St. Louis & San Francisco 
R. R. Co. et al. 
* 8051—American Refining Co. vs. St. Louis & San Francisco 
R. R. Co. et al. 
* 8084—American Refining Co. vs. T. & P. Ry. Co. et al. 
September 10—Minneapolis, Minn.—Examiner Haggerty: 
* 7931—Spaulding Elevator Co. vs. Canadian Pacific Ry. Co. 
et al. 
* 7986—Northwestern Consolidated Milling Co. et al. vs. C. R. 
N. & P. Ry. Co. 
* 7620—Gamble-Robinson Co. vs. C. & E. I. R. R. Co. et al. 
September 10—New York, N. Y.—Examiner J. Edgar Smith: 
* 7810—Columbia Oil Co. of New York vs. C. R. R. Co. of N. J. 
* 7811—American Tobacco Co. vs. L. & N. R. R. Co. et al. 
* 7822—Levering Bros. vs. P. B. & W. R. R. Co. et al. 
September 10—St. Louis, Mo.—Examiner Gutheim: 
7982—American Carriage Co. et al. vs. Ann Arbor R. R. Co. 
et al. 
September 10—Detroit, Mich.—Examiner Flynn: 
7516—G. W. Green & Son vs. Sou. Ry. Co. et al. 
7586—Hudson Motor Car Co. vs. P. R. R. Co. et al. 
7642—Detroit Stove Works vs. Wabash R. R. Co. et al. 
7698—Charles F. Walthers vs. Mich. Cent. R. R. Co. et al. 
September 11—Charleston, S. C.—Examiner Brown: ° 
8020—Long & Bellamy Bros. Co. vs. C. & W. N. C. Ry. Co. 
et al. 
September 11—Dayton, Ohio—Examiner Mattingly: 
* 7265—H. C. Hossafous vs. P. C. C. & St. L. Ry. Co. 
* 7781—Srere Bros. & Co. vs. C. C. C. & St. L. Ry. Co. et al. 
September 11—New York, N. Y.—J. Edgar Smith: 
* 7890—Astna Explosives Co. vs. P. C. C. & St. L. Ry. Co. et al. 
* 7896—West Virginia Pulp and Paper Co. vs. B. & M. R. R. 
* 6783—Drake Marble and Tile Co. vs. N. Y. O. & Western Ry. 
Co. et al. 
* Fourth Section Application No. 777 of the New York, New 
Haven & Hartford R. R. Co. 
September 11—Minneapolis, Minn.—Examiner Haggerty: 
* 7713—Drake Marble and Tile Co. vs. C. G. W. R. R. Co. et al. 
* 8042—Drake Marble and Tile Co. vs. C. St. P. M. & O. Ry. 
Co. et al. 
September 11—Detroit, Mich.—Examiner Flynn: 
* 1, & S. 659—Rates on pickles from Michigan points. 
September 13—Atlanta, Ga.—Examiner Brown: 
pene Freight Bureau vs, Atlanta & W. P. R. R. Co. 
et al. 
September 13—Minneapolis, Minn.—Examiner Hagerty: 
* 7625—McCaull-Dinsmore Co. vs. South Dakota Central Ry. Co. 
et al. 
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* 7727—McCaull-Dinsmore Co. vs. Great Northern Ry. Co. et al. 

* 7939—McCaull-Dinsmore Co. vs. Great Northern Ry. Co. et al 

* 8004—McCaull-Dinsmore Co. vs. Illinois Central R. R. Co. et al. 

* sae $F tn madinanr ernie co. va. C. BU P. .-& CO: Ry.’ Ca 
et al. 

* 8028—McCaull-Dinsmore Co. vs. Northern Pacific Ry. Co. et al. 


September 13—New York, N. Y.—Examiner J. Edgar Smith: 

* 7926—Charles Schaefer & Sons vs, Central Vermont Ry. Co. 

* a Pearl Button Co. vs. C. C. C. & St. L. Ry. Co. 
et al. 

* 8022—W. H. Fissell & Co. vs. B. & O. R. R. Co. et al. 

* 8095—Empire State Pickling Co. vs. N. Y. C. R. R. Co. et al. 


September 13—Oklahoma City, Okla.—Examiner Wilson: 

* 1, & S. 286—Wheat rates from Oklahoma to Memphis, Tenn., 
and other points. 

* o * ee Traffic Association vs. A. C. & Y. Ry. Co. 
et al. 


September 13—Lynchburg, Va.—Examiner McGehee: 
* 7711—Woodson & Graves vs. Va. Ry. Co. et al. 


September 13—Saginaw, Mich.—Examiner Flynn: 
7800—Dow Chemical Co. vs. Michigan Central R. R. Co. et al. 


September 14—Columbus, Ohio—Examiner Mattingly: 
* 6000—Federal Glass Co. et al. vs. C. R. I. & P. Ry. Co. et al. 


September 14—Richmond, Va.—Examiner McGehee: 

* 6901—Navassa Guano Co. vs. C. M. & St. P. Ry. Co. 

* 6923—Virginia-Carolina Chemical Co. vs. L. & N. R. R. Co. 
* 7958—Virginia-Carolina Chemical Co. vs. S. A. L. Ry. 


September 14—St. Louis, Mo.—Examiner Gutheim: 
a a ed Brick Mfg. Co. vs. Ahnapee & Western R. R. 
Oo. et al. 


September 15—Grand Rapids, Mich.—Examiner Flynn: 
|. & S. 635—Rates on sugar beets to Decatur, Ind. 
|, & S,. 654—Fruits and vegetables from Grand Rapids, Mich. 


September 14—New York, N. Y.—Examiner J. Edgar Smith: 

* 8111—International Salt Co. of New York vs. S. A. Line et al. 

* 8125—Toch Bros. vs. Central of Georgia Ry. Co. et al. 

* 8129—National League of Commission Merchants of the United 
States et al. vs. Atlantic Coast Line R. R. Co. et al. 

* 8130—Frank W. Hunt & Co. vs. A. H. Bull S. S. Co. et al. 


September 15—Duluth, Minn.—Examiner Mattingly: 

* 7551—Bradley Timber & Ry. Supply Co. vs. Canadian North- 
ern Ry. Co. et al. 

* 7655—Bradley Timber & Ry. Supply Co. vs. St. P. & S. S. M. 
Ry. Co. et al. 

* 7709—Bradley Timber & Ry. Supply Co. vs. Minneapolis & 
International Falls Ry. Co. et al. 


September 15—St. Louis, Mo.—Examiner Gutheim: 
=" ee League of St. Louis vs. A. T. & S. F. 
y. Co. et al. 


September 15—Norfolk, Va.—Examiner McGehee: 
* a a R. R. & Lumber Co, et al. vs. Norfolk South- 
ern R. R. Co. 


September 15—Meridian, Miss.—Examiner Brown: 
s ar” aes Grain & Elevator Co. vs. A. & V. Ry. Co. 
et al. 


September 16—Grand Rapids, Mich.—Examiner Flynn: 
= oe Supply Co., Ltd., et al. vs. Ann Arbor R. R. 
oO. et al. 


September 16—Duluth, Minn.—Examiner Hagerty: 

* 7679—Duluth Log Co. vs. M. St. P..& S. S. M. Ry. Co. et al. 

* 7723—Duluth Log Co. vs. M. St. P. & S. S. M. Ry. Co. et al. 

* 7862—Clarkson Coal and Dock Co. vs. M. St. P. & S. S. M. 
Ry. Co. et al. 


September 16—Elizabeth City, N. C.—Examiner McGehee: 

* a opens Lumber Co. vs. Norfolk Southern R. R. Co. 
et al. 

* 8079—Dare Lumber Co. vs. Norfolk Southern R. R. Co. et al. 


September 16—Mobile, Ala.—Examiner Brown: 

*|, & S. 673—Joint rate cancellations via Alabama, Tennessee & 
Northern Ry. 

September 16—Worcester, Mass.—J. Edgar Smith: 

* 7920—Norcross Bros. Co. vs. Rutland R. R. Co. et al. 

* 7957—Fisher Mfg. Co. vs. N. Y. N. H. & H. R. R. Co. 


September 17—Boston, Mass.—Examiner J. Edgar Smith: 
* 7852—H. P. Hood & Sons vs. D. & H. Co. 
* 8050—Smith Lumber Co. vs. Norfolk Southern R. R. Co. et al. 


September 17—Kansas City, Mo.—Examiner Gutheim: 
|. & S. 672—Export grain products from Missouri River points. 
September 17—Toledo, Ohio—Examiner Mattingly: 
* = M. Skinner Bending Co. vs. T. St. L. & W. R. R. Co. 
et al. 
* 7925—Woolen Spice Co. vs. Pennsylvania Co. et al. 
September 18—Kansas City, Mo.—Examiner Gutheim: 
7611—Kuehne-Chastain Commission Co. et al. vs. Green Bay 
& Western R. R. Co. et al. 


September 18—Green Bay, Wis.—Examiner Hagerty: 
° a ee memati Co. vs. Green Bay & Western 
. R. Co. et al. 


September 20—Des Moines, Ia.—Examiner Flynn: 
7953—Hardsocg Mie. Co. et al. vs. N. C. & St. L. Ry. Co. et al. 
7954—Scott-Logan Milling Co. vs. C. R. I. & P. Ry. Co. et al. 
7955—Peterson Mfg. Co. vs. B. & A. R. R. Co. et al. 
7973—Phillips Coal Co. vs..S. A. & A. P. Ry. Co. et al. 

September 20—Omaha, Neb.—Examiner Gutheim: 

8016—M. C. Peters Mills Co. vs. C. B. & Q. R. R. Co. 

September 20—New Orleans, La.—Examiner Brown: 

*|, & S. 642—New Orleans-Texas rates. 

* a Creosote Works vs. M. L. & T. R. R. & S. S. 

o. et al. 
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September 20—Manchester, N. H.—Examiner J. Edgar Smith: 
* g069—J. C. Furness Co. vs. American Express Co. 


September 21—Des Moines, Ia.—Examiner Flynn: 
7974—Ottumwa Supply and Construction Co. vs. Wabash R. R. 


Co. 
7975—Thomas D. Murphy Co. vs. C. B. & Q. R. R. Co. 
7994—McKee & Bliven Button Co. vs. Ill. Cent. R. R. Co. et al. 
7996—Langan Bros. Co. vs. Rutland R. R. Co. et al. 


September 21—Omaha, Neb.—Examiner Gutheim: 

1. & S. 464—Lumber rates from Helena, Ark., and other points 
to Omaha, Des Moines and other points. Also Fourth Sec- 
tion Applications: 

3749—M. K. & T. Ry. Co. 

2217—T. & P. Ry. Co. 

793—Beaumont, Sour Lake & Western Ry. Co. 
1635—I. & G. N. R. R. Co. 

4219—M. P. Ry. Co. 

2416—St. Louis & San Franc'tsco R. R. Co. 
2371—St. Louis & San Francisco Ry. Co. 
4218—M. P. Ry. Co. 

4852—St. Louis Southwestern Ry. Co. 
4858—St. Louis Southwestern Ry. Co. 
1951—K. C. S. Ry. Co. 

1952—L. & N. R. R. Co. 

2046—I. C.-R: R: Co. 

2043—Y. & M. V. R. R. Co. 

623—F. A. Leland. 

467—F. A. Leland. 


September 22—Buffalo, N. Y.—Examiner J. Edgar Smith: 

* 7873—Chautauqua Refrigerating Co. vs. Erie R. R. Co. 

* g076—Cataract Refining and Manufacturing Co. vs. A. T. & 
S. F. Ry. Co. et al. 


feptember 22—Des Moines, Ia.—Examiner Flynn: 
Te eepensent Baking Co. vs. C. M. & St. P. R. R. Co. 
et al. 
8002—F.. Brody & Sons Co. vs. S. A. L. Ry. et al. 
8014—Prusia Hardware Co. vs. C. H. & D. Ry. Co. et al. 
ery Lake Tank & Silo Co. vs. Louisiana Ry. & Nav. 
‘o. et al. 


September 23—Des Moines, Ia.—Examiner Flynn: 
8044—Hall Mfg. Co. vs. C. M. & St. P. Ry. Co. et al. 
8077—Mulrodhey Mfg. Co. vs. L. & N. R. R. Co. et al. 
8097—Hanna Mfg. Co. vs. Southern Ry. Co. et al. 


September 23—St. Paul, Minn.—Examiner Gutheim: 
1. & S. 657—Lumber rates from International Falls, Minn. 


September 24—Des Moines, Ia.—Examiner Flynn: 
8092—.Maytag Co. vs. Central of Georgia Ry. Co. et al. 
a teem Glove and Mitten Co. vs. A. C. L. R. R. Co. 
et al. 
a ¥* ened Valley Milling Co. vs. C. M. & St. P. Ry. Co. 
et al. 


September 24—Duluth, Minn.—Examiner Gutheim: 
ommercial Club of the City of Duluth vs. Big Fork & 
International Falls Ry. Co. et al. 


September 24—Elmira, N. Y.—Examiner J. Edgar Smith: 
* 8096—M. H. Stebbins vs. D. L. & W. R. R. Co. et al. 
* 7879—Asa Wilcox vs. Erie R. R. Co. et al. 


September 24—Galveston, Texas—Examiner Brown: 
a S. 685—Rates on cottonseed products to Port Arthur, 
exas, 
7653—Union Lumber Co. vs. G. C. & S. F. Ry. Co. 


September 26—Williamsport, Pa.—Examiner J. Edgar Smith: 
* 8027—Keystone Lumber Co. vs. Bennettsville & Cheraw R. R. 
Co. et al. 


September 27—Houston, Texas—Examiner Brown: 
8086—Nona Mills Co., Ltd., vs. K. C. Sou. Ry. Co. et al. 


September 27—Des Moines, Ia.—Examiner Flynn: 
7990—American Pearl Button Co. vs. Illinois Central R. R. Co. 


et al. 

ba 2” eee Pearl Button Co. vs. N. C. & St. L. Ry. Co. 
et al. 

a 2 aioe Pearl Button Co. vs. C. B. & Q. R. R. Co. 
et al. 


September 28—Des Moines, Ia.—Examiner Flynn: 
8099—Marshalltown Buggy Co. vs. Wabash R. R. Co. et al. 
8100—Marshalltown Buggy Co. vs. C. B. & Q. R. R. Co. et al. 
8123—Des Moines Gas Co. vs. C. B. & Q. R. R. Co 

September 28—Milwaukee, Wis.—Examiner Gutheim: 
5650—Chas. Becker, trading as Wisconsin Coal Co., vs. Pere 

Marquette R. R. Co. i 
September 29—Fort Worth, Texas—Examiner Brown: 
* er ee Worth Freight Bureau vs. Abilene & Southern Ry. 
So. et al. 
September 29—Hearing before Examiner Gutheim: 
1. & S. 615—Rates via rail-and-lake routes. 

September 30 to October 2—Argument at Washington, D. C.: 
Fundamental principles involved in the work of making val- 

uation of the property of common carriers. 


October 1—Dallas, Tex—Examiner Brown: 
7628—Dallas Chamber of Commerce et al. vs. A. T. & S. F. 

Ry. Co. et al 

October 4—Chicago, Il]l.—Examiner Gutheim: 

* 1, & S. 668—Illinois grain rates. 

October 11—Chicago, Ill.—Examiner Gutheim: 

* a ~ ee Poultry, Butter and Egg Association vs. B. & 
QO. et al. 

October 11—Kansas City, Mo.—Examiner Bell: 

* 7026—Oklahoma Cottonseed Crushers’ Assn. vs. M. K. & T. 
Ry. Co. et al. 

* 7048—Same vs. A. T. & S. F. Ry. Co. et al. 
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DIGEST OF NEW COMPLAINTS 


No. 8161. R. P. Atwood & Co. vs. Chicago, Burlington & Quincy 
R. R. Co. et al. 

Unjust and unreasonable rules and regulations governing 
carload shipments of hay at St. Louis. Ask for cease and 
desist order and the establishment of maxima rates and new 
regulations. 

No. 8162. Kentucky-Indiana Hardwood Co., Louisville, Ky., vs. 
Southern Ry. in Mississippi et al. Against a combination 
rate of 21 cents on rough gum lumber from Richey, Miss., 
to Narrows, Ky., via Louisville, as unjust, unreasonable and 
unduly discriminatory. Ask for a rate not exceeding 13 cents 
and reparation. 

No. 7065. Application under Panama Canal act by the Oregon- 
Washington R. R. & Nav. Co. to retain ownership of the San 
Francisco & Portland Steamship Co. 

No. 8163. Charles K. Parry, Philadelphia, Pa., vs. Louisville & 
Nashville et al. 

Unjust and unreasonable charges on shipments of yellow 
pine lumber, Lockhart, Ala., to Easton, Pa., through alleged 
failure to observe shipping instructions and to allow transit 
privileges. Ceast and desist order, the establishment of just 
and reasonable maxima rates and reparation asked for. 

No. 8164. The Choctaw Lumber Co., Bismark, Okla., vs. Texas, 
Oklahoma & Eastern R. R. Co. et al. 

Unjust and unreasonable rates on shipments of lumber from 
Bismark, through Valiant, to points in Minnesota, Michigan, 
Illinois, Indiana, Iowa, Nebraska, Kansas, Missouri, Arkansas, 
Texas and elsewhere, by reason of the charge of a local of 
5c to Valiant, and a refusal to establish joint through rates, 
and discriminatory in favor of other mills of the same char- 
acter located at points on the line of the St. Louis & San 
Francisco and _ shipping into the same territory. Ask 
for reparation of $6,657.33, for excessive charges on shipments 
that moved during the litigation in the Tap Line case. 

No. 8165, Sub. No. 1. Same vs. Union Pacific et al. 

Against a charge of 74c on an arbitrary of 9c over the 
terminal rate on shipments of flour from Abilene, Kan., to 
Pomona, which point, it is alleged, should take the Los Ange- 
les terminal rate of 65c. Reparation asked for on that basis. 

No. 8165. The Southwestern Millers’ League et al., Wichita and 
elsewhere in Kansas, vs. A. T. & S. F. et al. 

Unjust and unreasonable rates on shipments of grain and 
grain products from points in Kansas to destinations in Ari- 
zona and New Mexico by reason of alleged failure on the part 
of the railroads to put in the rates prescribed by the Com- 
mission in connection with its decision in Docket No. 5423, 
Arizona Commission vs. Arizona & New Mexico R. R. Co. 
et al. Reparation asked for on the basis of the rates estab- 
lished in that decision. 

No. 8166. Morris & Co., Chicago, Ill., vs. St. Louis & San Fran- 
cosco R. R. Co. et al. 

Against a combination rate of $1.86 on packing-house 
products, Oklahoma City to Spokane, Wash., as unjust and 
unreasonable. Reparation asked for. 

No. 8167. Three Lake Lumber Co. et al. vs. Washington West- 
ern Ry. Co. et al. 

Unjust and unreasonable rates on lumber and timber prod- 
ucts from points on the line of the carrier named to various 
interstate destinations by reason of refusal to establish joint 
through rates on group bases. Cease and desist order, the 
establishment of joint through rates and reparation asked for. 

‘No. 8168. The Cairo Milling Co. vs. Mobile & Ohio R. R. et al. 

Against rates on shipments of flour from East St. Louis via 
Cairo to Port Chalmette, made up of the sum of the locals, 
as unjust and unreasonable. Ask for reparation on the basis 
of the published through rate. 

No. 8169. The Orange (Texas) Commercial Club vs. Texarkana 
& Fort Smith Ry. Co. et al. 

Discriminatory rates on lumber from Port of Orange to 
Ludington, La., for export and in favor of Beaumont and Port 
Arthur. Ask for just and reasonable rates on export ship- 
ments. 

No. 8170. Goodie, Reid & Co., Cincinnati, Ohio, vs. C. N. 0. & 
T. & Ry. Co. 4 of. 

Unjust and unreasonable rates on asphaltum covered cotton 
fabrics in rolls from Selma, Ala., to Cincinnati. Ask for 
maxima rates and reparation. 


SUSPENDED TARIFFS 


July 31, in I. and S. 689, the Commission suspended from 
August 1 until November 29, items in Fulton’s A122. They 
increase rates on fertilizer materials, viz., tankage and dried 
blood, in carloads, and packing-house products, from Chicago 
and other points of origin to destinations in North and South 
Carolina. The present rate on packing-house products from 
Chicago to Charleston, S. C., is 47 cents, the proposed rate is 
50 cents per 100 pounds. The present rate on fertilizer from 
Chicago to Wilmington, N. C., is 29% cents per 100 pounds, 
the proposed rate is 30 cents. Rates to other points are in- 
creased as much as 1% cents on fertilizer and 5 cents per 100 
pounds on packing-house products. 

August 4, in I. and S. Docket No. 623, the Commission 
further suspended, from August 13 until February 13, schedules 
in tariffs of various carriers operating in Official Classification 
territory which increase rates on grain and grain products 
from Chicago and various other points of origin to the eastern 
seaboard for export. They were first suspended from April 15 
and later dates to August 13. 

August 4, in I. and S. Docket No. 624, the Commission 
further suspended, from August 13 until February 13, items in 
Supplement No. 2 to Pennsylvania Co. I. C. C. No. F625. They 
increase rates: on cement from New Castle, Pa., and other 
points to stations on the Toledo & Western Railroad. They 
were suspended originally from April 15 to August 13. 
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Sloss-Sheffield Reparation Case 


Supplemental Complaint In Pig Iron Case Involves Wide Question As To the Duty of the Com- 
mission—Argument To Be Heard 


Washington, D. C., Aug. 5.—The Commission to-day 
accepted a Sloss-Sheffield pig iron supplemental repara- 
tion complaint and announced that argument would be 
heard on the question as to whether there should be rep- 
aration for the period between the filing of the original 
complaint and the effective date of the lower rates. The 
time for the argument has not been fixed. 


The question as to what are the duties of the Com- 
mission with respect to reparation is put sharply before 
that body in the supplemental complaint, filed by Wimbisi 
& Ellis and Ellis & Donaldson, attorneys for the southern 
blast furnace interests, which for years have been trying 
to bring the pig iron rates from Alabama furnaces to 
the North down to what they consider a reasonable level. 

April 16 is the date of the original filing. It was 
submitted to the Commission on Feb. 8, 1913, and almost 
sixteen months to the day later a report was made say- 
ing that the rates were unreasonable. But reparation 
was denied. The Commission did not indicate why it 
refused reparation in such a way that the complainanis 
could take issue with it. 

Now they come forward with three propositions on 
that subject. The first is that where there is a finding 
of unreasonable rates, the difference between the old and 
the new rate is the measure of damages unless the carrier 
shows that the complainant did not pay the old rate. 

The second proposition, approximately the one made 
by Frank Lyon in the Low Moor pig iron rate case, is that 
in deciding that the rates were unreasonable the Com- 
mission could have in mind only the facts adduced during 
the hearing and that, as a matter of law, the complainants 
were entitled to an order of reparation on shipments 
moving, at least between the time of the decision and the 
day the new rates go into effect, if not for all the ship- 
ments moving after the day the complaint was filed. 


The third proposition is that carriers not directly 
named in the complaint, being parties to through route 
and joint rate arrangements with the carriers named, 
should be held tq respond in reparation for the share of 
ithe tonnage carried under the through route and joint 
rate arrangements. 


Large Sum Involved. 


Were reparation ordered on the bases suggested the 
sum would probably run above $1,000,000, a sum the 
southern roads would have trouble in raising now. Ship- 
pers who have been denied reparation have an idea that 
the Commission, in making the denials, has been unduly 
influenced by the fact that the financial condition of the 
carriers is not the best and that for that reason it has 
been inclined to dispose of the reparation question by 
considering whether it would be “fair” to place a burden 
on the carriers at a time like this, rather than what Con- 
gress meant when it enacted the reparation part of the 
statute. 

They believe that the Commission has an impression 
that most of them will be well satisfied if they can have 
their rates made reasonable for the future and allow “by- 
gones to be bygones.” It is that impression which will 
be attacked, because the saving caused by reduced rates 
for the future is seldom great enough to pay, within a year 


or two, the heavy cost of preparing the fights that must 
be made to bring about the reductions. 


When the Commission denies reparation, it is pointed 
out, it removes the chief reason for fights in the courts. 
An order reducing rates three or four months after the 
report is made is without penalty for dilatoriness. It is 
suggested by those who are dissatisfied with the course 
cf the Commission in reparation matters that if the rail- 
roads knew they would have to make reparation, even for 
shipments moving after forty days from the date of the 
erder, there would be expedition in deciding whether to 
contest the validity of the order, so there would be no 
delay in getting tariffs ready. 


The report in the Sloss-Sheffield case is dated June 1, 
1914. It went into effect last fall, to the points specifically 
mentioned in the order itself. As in the Low Moor case, 
the attack was made upon what were believed to be typical 
rates, under the impression that the carriers would bring 
them all down in sympathy with the typical ones, so as to 
preserve the relationships. But that was not done, so 
supplemental complaint was made last November. Hear- 
ings have been had on them. The railroads north and 
south of the Ohio were not able to agree upon divisions. 
Hearings and arguments have been had on that phase of 
the matter, but arguments have not been had on the effort 
to make the supposedly typical rates the basis for reduc- 
tions to points not specifically mentioned in the original 
complaint. 


Speculation as to Ruling. 


As the Commission denied reparation on shipments to 
the supposedly typical points, it is assumed it will not 
change its mind when, it is presumed, it will hold the 
higher rates to related points to be also unreasonable. 
Therefore, there is no penalty for the failure of the car- 
riers to be advised by the decision on the original com- 
plaint and bring rates to other points ‘into line. 


To illustrate the point: Suppose the rate from Birm- 
ingham to Cincinnati was reduced from $3.50 to $3 per 
ton because Cincinnati was specifically mentioned. As the 
carriers have been recently obeying the orders of the 
Commission, the reduction of the rate to Cincinnati would 
not affect rates to Hamilton, twenty miles from Cincin- 
nati, unless that point happened to be on the direct line 
of a carrier which had been ordered to reduce the rate 
to a more distant point and the fourth section requirement 
made it necessary to cut the Hamilton rate so as to avoid a 
violation of the long and short haul part of the fourth 
section. 


The reparation question has been talked about among 
the men who have business before the Commission much 
more than might be inferred from the fact that thus far 
only in the case of the two pig iron complaints has it 
been made the subject of formal representations by ship- 
ping interests. It has been under the surface, the most 
burning subject among that class of men. 


Many attorneys have been _ seriously considering 
whether it will not be better for their clients to make no 
claim for reparation in filing complaints with the Com- 
mission. They argue that if they do not invoke the juris- 
diction of the Commission for reparation the courts would 
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That is on the 


have to consider claims of that kind. 
theory that the law gives the shipper two ways for get- 
ting back such money as he may have paid on account of 
an unreasonable rate—one by asking the Commission for 
an order that may be used in court as prima facie evidence 
in a suit to recover that money if the carrier refuses to 
pay, and the other, by simply suing in the court and 
bringing in the testimony to show that shipments were 
made under rates condemned as unreasonable and that the 
plaintiff paid the money. 


Four Prayers Made. 


Four specific prayers are made in the “supplemental 
complaint in the matter of reparation and petition for 
argument thereon.” 

1. That the Commission find and declare that the 
rates and charges in the original complaint were unjust 
and unreasonable for a period of at least two years pre- 
ceding the filing of the complaint, and that the Commis- 
sion, upon the record before it, will reconsider its opinion 
that reparation should be denied and award reparation 
on all shipments moving during the two years prior to 
the filing of the complaint, “as provided by law;” and 
that complainants be permitted to file competent evidence 
showing shipments made during the two years preceding 
the filing of the complaint. 

2. That the Commission award reparation on account 
of all shipments moving since the filing of the complaint 
on April 16, 1912, for the difference between the rates then 
in effect and those ordered to be published, and that the 
complainants be permitted to offer competent evidence 
showing in detail the shipments made. 

8. That if the Commission should be of the opinion 
that the unreasonable character of the rates at the time 
of the filing of the complaint was not intended to be 
determined in the report made by it, the Commission will 
now, upon the record before it, determine and declare 
that said rates were at the time and continuously since 
have been unjust and unreasonable, and make such sup- 
plemental and additional orders as the Commission may 
deem just, proper and requisite. 

4. “That, as complainants’ right to an award of 
reparation herein prayed for can be determined upon the 
record already made and ‘completed in this case, this 
supplemental complaint be set down for argument before 
.the Commission on the question of the right of the com- 
plainants to an award of reparation.” 

The complaint asserts that the decision and order of 
the Commission, while finding the rates complained of 
to be unreasonable, “did not make any finding in response 
to the prayer in the complaint that the rates be declared 
to be unreasonable and unjust for a period of at least two 
years prior to the filing of the complaint.” 

It further asserts that “as to the prayer for reparation, 
the Commission merely declared that under the circum- 
stances of the case it did not believe reparation might 
fairly be awarded.” 

Intent of the Complaint. 


In plain English, the intent of the complaint is be- 
lieved to assert that, in the opinion of the Sloss-Sheffield 


and other blast furnace companies of the South, the Com-’ 


mission did not perform the duty imposed upon it by the 
law, and that, therefore, they now call upon it to do as 
“provided by law” and find that they are entitled to rep- 
aration on every shipment made during the two years 
preceding April 16, 1912, and every shipment made since 
that date. That is to say, they demand the refund of 35 
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cents on each and every ton shipped by them since April 
16, 1910. 

How much that would amount to the supplemental 
complaint does not even intimate, but there has been un- 
official guessing that it would total more than $1,000,000. 

But the reparation on account of the pig iron ship- 
ments would be but a bagatelle in comparison with the 
amount of money that would have to be disbursed by the 
railroads if the Commission should, after listening to the 
arguments of W. A. Wimbish and Wade Ellis, decide that 
the law requires them every time they find a rate to be 
unreasonable to award reparation, notwithstanding that 
the commissioners, as reasonable men, may think the 
award of reparation would give an undue preference to 
those who filed the complaints by giving to them money 
they paid out two years before they thought of making 
complaint. 

It is known that the attorneys intend, if possible, to 
take the matter into the courts; that is, they will try to 
get in if the Commission adheres to its original report 
and decision, because they and other representatives of 
shippers are inclined to the opinion that the Commission 
should be required to award reparation so that the rail- 
roads will know that there is a penalty if they do not 
themselves give thought to assertions by shippers who 
think they have been called upon to pay unreasonably 
high rates. 

Disgruntled shippers have heretofore called attention 
to the fact that often years elapse between the filing of a 
complaint and the date Commission-lowered rates go into 
effect. In such cases they pay the higher rates and the 
railroads keep the money. 

In this case the complaint was filed on April 16, 1912, 
and the lowered rates went into effect Oct. 1, 1914. But 
the lowered rates apply only to the points specifically 
mentioned by the Commission in its order. The com- 
plainants call attention to the fact that, while the report 
of the Commission shows that it intended that the car- 
riers should reduce rates to “related points,” in other 
words, “line them up,” the carriers did nothing of the 
kind and there is no penalty for their failure to comply 
with what the shippers contend is the spirit of the order 
and no satisfaction for them in the compliance with the 
letter. 

There has also been talk about shippers going to 
Congress with a statement of the facts as a foundation 
for legislation making it certain that when the Commis- 
sion finds a rate to have been unreasonable reparation 
must be made. 


CONFERENCE RULING. 

The following Conference Ruling has been approved 
and adopted: Routing of Shipments by Consignees.— 
While the Commission adheres to the views heretofore 
expressed in Conference Rulings 332 and 453: Held, 
That, under proper tariff provision therefore, carriers 
may observe routing, diversion, or reconsignment instruc- 
tions furnished in writing by the consignee where the 
consignor and the consignee are identical, or where the 
shipment is made by the consignor as the authorized 
agent for that purpose of the consignee. Billing in such 
cases must show that the consignee is in fact the shipper 
or that the consignor named therein makes the shipment 
as authorized agent for that purpose of the consignee. 


PACIFIC CAR DEMURRAGE. 
The June report of the Pacific Car Demurrage Bureau 
shows 2,916 cars held overtime, or a percentage of 01.92, 
as against 2,822, the same percentage, for June, 1914. 
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Report on National Legislation 


Committee on Commercial Law of American Bar Association Discusses Cummins Act and 
Pomerene Bill 


The American Bar Association committee on com- 
mercial law, composed of Francis B. James, chairman, 
Ernest T. Florance, J. A. C. Kennedy, Frank Gosnell and 
Fitz-Henry Smith Jr., will make a report to the meeting 
of the association in Salt Lake City, August 17-19, with 
reference to national legislation as to reciprocal rights, 
duties and obligations of common carriers and shippers in 
interstate and foreign commerce, In its last report the 
committee pointed out that Cummins Senate Bill No. 4522 
had passed the United States Senate on June 4, 1914, and 
that it could not recommend the passage of said bill in the 
“form” in which it had passed the Senate, but in lieu 
thereof recommended the passage of a law by Congregs 
creating a commission to codify the law as to the reciprocal 
rights, duties and obligations of common carriers and 
shippers in interstate and foreign commerce rather than 
to remedy any evils by “piecemeal” legislation. The 
American Bar Association indorsed the recommendation of 
the committee for the creation of such commission. But 
the Cummins Act was enacted by the House of Repre- 
sentatives on March 4, 1915, in the exact form in which it 
had passed the Senate and was signed by the President. 

The report points out that the crudeness of this meas- 
ure threw the whole subject of limitations of liabilities 
of common carriers into such confusion that the Interstate 
Commerce Commission ordered an investigation and the 
whole subject was submitted to the Interstate Commerce 
Commission on April 20, 1915, and decided May 7, 1915. 

The committee recommends that the American Bar 
Association adopt a resolution in substance as follows: 

“(a) To authorize the executive committee of the 
American Bar Association, in its discretion, to appropriate 
a sufficient sum of money to enable the committee on 
commercial law to employ a draftsman to prepare a tenta- 
tive draft of a bill as hereinafter described; 

“(b) That if the executive committee shall appro- 
priate said money, said committee on commercial law shall 
be authorized to employ a draftsman to prepare a tentative 
draft of a bill codifying the law covering the reciprocal 
rights, duties and obligations of common carriers and 
shippers in interstate and foreign commerce; 

(c) That if said committee on commercial law shall 
employ such draftsman, said tentative draft of said bill 
shall be prepared under the supervision and direction of 
and subject to the revision of said committee; and 

“(d) That when said tentative draft of said bill shall 
have been completed, said committee shall submit same at 
some future meeting of the American Bar Association 
for its consideration and action.” 


Legislation on Bills of Lading.- 

In its report as to national legislation on bills of lad- 
ing, the committee will say: 

“The bill, ‘To Make Uniform the Laws of the Various 
States on Bills of Lading,’ recommended by the Commis- 
sioners on Uniform State Laws in National Conference 
and endorsed by the American Bar Association, has now 
been passed in fifteen states and one territory as follows: 
Alaska, Connecticut, Idaho, Illinois, Iowa, Louisiana, Mary- 
land, Massachusetts, Michigan, New Jersey, New York, 
Ohio, Pennsylvania, Rhode Island, Vermont and Wash- 
ington. : 


“The Pomerene Bill relating to bills of lading in in- 
terstate and foreign commerce was modeled on the Uni- 
form State Act and endorsed by the American Bar Asso- 
ciation on several occasions and has now been twice unani- 
mously passed by the United States Senate. It has been 
endorsed by practically every commercial organization in 
the United States, and particular attention is called to the 
fact that it has been endorsed by the Fifth International 
Congress of Chambers of Commerce and Commercial and 
Industrial Associations, the Chamber of Commerce of the: 
United States, the National Industrial Traffic League, the: 
Grain Dealers’ National Association, the Millers’ National! 
Federation, the American Bankers’ Association, the Na- 
tional Association of Tanners, the National Implement and 
Vehicle Manufacturers’ Association, the National Paint, 
Oil and Varnish Association, the National Piano Manu- 
facturers’ Association, the National Poultry, Butter and 
Egg Association, the National Shoe Wholesalers’ Asso- 
ciation, the National Electric Lamp Association, the Na- 
tional Petroleum Association, the National League of Com- 
mission Merchants and the Council of Grain Exchanges of 
North America. 


“Notwithstanding the unanimous endorsement of the 
Pomerene Bill by all commercial organizations and. that 
it has twice unanimously passed the United States Senate, 
yet it has encountered difficulties in getting any considera- 
tion in the House of Representatives. Sections 2, 3 and 
10 of the Pomerene Bill contained provisions relating to 
the form and contents of bills of lading and as to them 
the Interstate Commerce Commission has expressed an 
opinion to the chairman of the house committee on inter- 
state and foreign commerce that the subject matter of 
said sections 2, 3 and 10 is already amply provided for in 
the provisions of the Act of June 18, 1910, amending and 
supplementing an Act to regulate commerce as to the issu- 
ance, form and substance of bills of lading, but the Inter- 
state Commerce Commission offered no objections to the 
other provisions of the Pomerene Bill. Your committee 
concedes there is much force and merit in what has been 
said by the Interstate Commerce Commission as to said 
sections 2, 3 and 10 of the Pomerene Bill, and as their 
presence has proven an insurmountable obstaele to the 
passage of this legislation in the House, your committee 
recommends that they be omitted. Your committee has 
appended hereto as a part of this report as Exhibit B said 
Pomerene Bill, with sections 2, 3 and 10 omitted. Your 
committee has likewise made slight changes in the title 
to the bill, and in sections 14, 20, 21, 37, 45 and 46 as 
numbered in Exhibit B hereto attached, which are, how- 
ever, merely for the purpose of perfecting the bill in the 
light of practical criticism, the provisions of the Interstate 
Commerce Act, and the decisions of the Interstate Com- 
merce Commission and of the courts. 


“Your committee has studied with much interest ‘The 
History and Present Condition of the Bill of Lading,’ by 
Mr. W. P. Bennett, published by the University Press, 
Cambridge, England, in 1914, being the York Prize Essay 
for the year 1913. 


“Your committee recommends that the American Bar 
Association endorse the ‘Bill Relating to Bills of Lading in 
Interstate and Foreign Commerce.’ ” 
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RAILWAY REVENUES 


THE TRAFFIO SERVIOD NEWS BUREAO, 
Colorado Building, Washingion, D. O. 

In June of this year the railroads of the country 
took in more money than in June, 1914. They paid out 
less for the doing of the business transacted. Therefore, 
there was more left in their treasury for ultimate dis- 
tribution among their stockholders. 

The increase in the amount of money taken in took 
place in the eastern and western districts. The cutting 
of the expense of doing business took place in all the 
districts, so that in each of them the amount of money 
remaining for distribution at the dividend time was greater 
than in June of 1914. But June, 1914, was a dismal month— 
one of the worst the railroads had had for years. 

These facts are shown by the first summary for June, 
prepared by the division of statistics and issued by the 
Interstate Commerce Commission August 3. They corre- 
spond with reports that were given out by several. large 
railroads at the time they sent their reports to the Com- 
mission. This summary covers 67 roads, having a mileage 
of 187,146, each of which has an operaing revenue of 
$1,000,000 a year or more. The total reporting mileage 
is about 227,000. 

The increase in operating revenue (that is the amount 
of money taken in) was from $104,175,578 to $105,315,869, 
or about $1,140,000. The increase in the eastern district 
was from $48,191,576 to $50,021,047, or about $1,829,000. In 
‘the west the increase amounted to $824,175. 

Inasmuch as the eastern railroads received a five 
per cent advance in the rates on about 55 per cent of 
their tonnage, a little more than half the increase jin that 
district is attributable to the hoisting of the rates and a 
little more than half to the increase of tonnage over the 
bad month of June, 1914. 

While the operating revenue was going up $1,140,000, 
the operating expense was cut from $73,330,254 to $69,934,- 
210, so that the net operating revenue rose from $30,842,314 
to $35,381,650. In other words, while their business in- 
creased a trifle, the railroads, instead of “loosening up” 
by painting and ordering new cars or new rails reduced 
their expenditures. The suggestion has been made that 
they did the contracting, so as to enable them to pay off 
floating indebtedness created during the even leaner 
months. The Commission, however, has made no analysis 
that would enable anyone to make that as an assertion 
of fact. 

The increase in the net operating revenue, brought 
about in the ways suggested, resulted in running the net 
per mile from $357 to $406. 

In the eastern district the operating revenue rose 
in the amount indicated, that is a little more than $1,829,- 
000. During the same time the expenses were cut from 
$34,218,515 to $33,655,860, causing a rise in the net revenue 
from $13,973,061 to $16,365,187, or from $657 to $769 per 
' mile. 

In the southern district the operating revenue fell from 
$13,234,309 to $11,720,968. Expenses were also reduced, 
in greater ratio than operating revenue fell off, from $10, 
118,358 to $8,516,045, causing the net to go up from $3,115,- 
951 to $3,204,903, or from $162 to $166 per mile. 

In the western district the operating revenue increased 
from $42,749,699 to $43,573,874, or about $824,000. That 
is fully as significant as the eastern increase, because 
it was done on the old rates. Operating expenses were 
cut from $28,996,391 to $27,762,305, causing the net to rise 
from $13,762,302 to $15,811,569, or from $299 per mile to 
$240. 
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The summary for the twelve months of the fiscal year, 
made up of the complete reports for eleven months, and 
the first returns for the twelfth, shows a decline in the 
operating revenue from $1,266,964,320 to $1,191,928,930. 
Operating expenses were reduced from $919,111,881 to $844,- 
529,074, the net falling from $347,852,429 to $347,399,856, 
or from $4,034 to $3,990. 

In the eastern district the operating revenue fell from 
$582,553,148 to $547,103,196. Expenses were cut from $47,- 
260,438 to $402,379,696, and the net rose from $135,292,710 
to $144,723,500 or from $6,373 to $6,808 per mile. 

In the southern district the operating revenue declined 
from $175,859,588 to $153,014,550. Expenses were reduced 
from $126,630,764 to $111,988,013, the net falling from $42,- 
228,824 to $41,026,013, or from $2,567 to $2,127 per mile. 

The operating revenue in the westérn district declined 
from $508,551,584 to $491,811,184. Expenses were cut from 
$345,220,679 to $330,161,365, the net declining from $163,- 
330,905 to $161,649,819, or from $3,563 to $3,475 per mile. 

A second summary of the result of operations of the 
big carriers in June was given out by the Commission 
August 4. It differed in no essential facts from the sum- 
mary of the day before. It covered 89 roads with a mileage 
of 103,354. The increase in receipts, shown by the report, 
as to the greater number of roads is about the same, in 
percentage, as in the first one, the figures for the first 
being $1,140,000 and in the second about $1,721,000. 

The increase shown in the eastern district by the 
Jarger number reported in the second summary is $2,583,- 
000, as compared with $1,829,000 in the earlier summary. 
The increase shown in the western district, however, did 
not hold up in the second summary to the mark set in the 
first. In the last-mentioned it amounted to $824,000, while 
in the second it amounted to only $703,324. 

There was no change in the figures relating to the 
big reductions in expenses, so that the figures indicating 
the net operating revenue are higher in the second than 
in the first. 


TAP-LINE CASE REOPENED 


Banquo’s ghost, so far as transportation matters are 
concerned, officially known as I. & S. No. 11, has come 
up again in connection with the Louisiana & Pine Bluff 
Ry., and its more or less celebrated Dollar Junction, 
which is in the state of Arkansas. 

I. & S. No. 11, somewhat known to fame as the 
“Tap Line Case,” the Commission orders to be reopened 
for further hearing, with a view to finding out how far 
it is from the mill of the Wisconsin Lumber Co., at 
Huttig, Ark., to the connection of the Louisiana & Pine 
Bluff with the St. Louis, Iron Mountain & Southern at 
the aforementioned junction point. The notice of the 
reopening has been served on the Louisiana & Pine 
Bluff, the Iron Mountain and the Wisconsin Lumber Co. 

The Louisiana & Pine Bluff was shown, in the orig- 
inal Tap Line hearing, to be controlled by lumber inter- 


ests which furnished the main part of its tonnage. The 
mill furnishing the tonnage is only a short distance 


from the Iron Mountain tracks, which are paralleled by 
the tracks of the Louisiana & Pine Bluff leading to 
Dollar Junction. The Commission condemned the divi- 


sions paid to the Louisiana & Pine Bluff, and pointed 
out that a short switch track from the mill to the Iron 


Mountain tracks would have enabled the lumber inter- 
ests to have delivered their tonnage to the Iron Moun- 
tain without the intervention of the tap ‘line, which was 
not then, but is now, recognized as a common carrier. 
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Who’s Who In Traffic 


Honor bright, now does not 
the look of Dan’l Willard tell 
you that he has traveled from 
the track department, in which 
he learned to lay rails and tamp 
ties, to the presidency of the 
Baltimore & Ohio, by the right 
of brains? Perhaps you are 
of that class of individuals 
who know, from having looked 
at the heads of those who 
dwell in retreats -for defec- 
tives, that there is nothing in 
looks. Well, then, to remain 
perfectly neutral as between 
the two schools, the one as- 
serting that looks tell and the 
other that looks are deceitful, 
let us admit that Dan’l has 
arrived and that he is a mem- 
ber of that company of New 
Englanders, the real Yankees, 
who journeyed west to rail- 
road and then “beat it” back 
to the East to show their 
neighbors and their former 
employers that New England 
blood, plus an education in 
railroading in the West, pro- 
duces a fine executive for an 
eastern property. 

It would be a sin to call him 
anything other than Dan’. 
’Twould shock the ears of 
those who have known Willard 
from boyhood to call him 
Dan-yell, or even Dan-e-ell. 
It’s Dan’l that his name is. 
Certificate to that effect will 
be made, upon application, by 
Charles Azro Prouty, director 
of physical valuation; Patrick 
Joseph Farrell, the man whose 
fighting in the courts caused 
the powers of the Interstate 
Commerce Commission to be 
defined; Howard Elliott, presi- 
dent of the New Haven, and 
Charles §S. Mellen, former 
president of that road, who, 
no matter how much his finan- 
cial management of that prop- 
erty may be criticized, is ad- 
mitted to be a first-class op- 
erating official. 

They know. They are paris 
of that body of New England- 
ers who have told the Hebrews 
how to pronounce the first 
name of the president of the 


Baltimore & Ohio. Farrell and Willard worked on the 
same railroad, the Lake Short, it was then called, the 
foromer as train dispatcher, and Willard as an engine 


By A. E. Heiss 
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DANIEL WILLARD 


driver. Time and again they 
have had their spats. Dan’), 
more than once, has wanted 
to know who ever told that 
lunkhead of a Farrell that he 
ever knew anything about ruun- 
ning trains, the petulant query 
having risen to Dan’l’s lips 
because Pat had put him into 
a hole of a sidetrack and then 
apparently forgot all about 
Dan’l’s desire to be home at a 
certain time of day when the 
sidetracking was done. It 
would not be polite to repeat 
some of the remarks Farrell 
made about Willard. This is 
no time to start anything. 
Lest there be some who 
have not the facts properly 
indexed in their minds, it is 
according to the statute made 
and provided (for writers) to 
say that Daniel Willard was 
born Jan. 28, 1861, at New 
Hartland, Vt., his parents be- 
ing Daniel Spaulding and Mary 
Ann Willard. Being graduated 
from the Windsor (Vt.) high 
school in 1879, he entered the 
track department of the Cen- 
tral of Vermont, remaining 
there a short time. Driving 
an engine on the Lake Short 
Railroad looked much better 
to Dan’l, so when he got the 
chance he laid down the buai- 
last shovel and took up the 
coal scoop. In due time he 
moved over from the left to 
the right side of the engine 
cab. Horace Greeley’s advices 
still sounding good, Dan’l then 
went West and committed the 
unpardonable sin (in the eyes 
of enginemen).of becoming a 
conductor on the Soo Line, on 
which he also served as. train- 
master and division . superin- 
tendent. ; 
While there is. nothing in 
the record to that effect, there 
is a suspicion that between 
times he studied telegraphy, 
so as to be prepared, when the 
opportunity should come, to 
tell Pat Farrell, over the wire, 
just what he thought of him. 
That’s a most reasonable the- 
ory, for there never was an 


engineman who did not long for the time when he might, 
with safety, unload his mind on a train dispatcher. Every 
engineman first learns the dash and dots.the Morse.code 
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says constitute D and then dreams of the time when he 
will walk into the telegraph office, kick the operator aside 
and begin calling DI or DS, as the case may be on the 
road on which he is working, as preparation for the sear- 
ing words that will fall upon the ears of the particular 
Pat Farrell in that particular dispatcher’s office. No mat- 
ter how well the engine man and the dispatcher like each 
other personally, officially they are enemies. Dan’l Wil- 
lard and Pat Farrell are fond of each other—in fact, they 
are connected by marriage—but officially Farrell is due 
to receive a call-down from Willard, over the wire. 

From the Soo, in 1899, he went as assistant general 
manager of the Baltimore & Ohio, and two years later 
he became assistant to the president of the Erie, whence 
he was advanced to the vice-presidency and general man- 
agership. Jan. 1, 1904, he resigned to become second vice- 
president in charge of operations of-the Burlington. Six 
years later to a day he was elected to the office he now 
holds. 

As chairman of the committee of presidents of Official 
Classification roads, he directed the fight for the five per 
cent advance. The picture of him here used is one taken 
when he was coming away from the White House, whither 
he and other railroad presidents had gone, after the first 
report on the case, asking President Wilson to address 
the public, so that it might let. the Commission know 
that the coming of the war made it desirable that the sub- 
ject should be reconsidered. 

Without doubt that was great work, but you will think 
more of Daniel Willard for what he did for the boy he 
found beating his way on the trucks of Willard’s private 
car than for what he did in persuading the President to 
address the public in that way. The boy had run away 
from his home and was so homesick that he got on the 
trucks of Willard’s car in Chicago to get back. The presi- 
dent of the Baltimore & Ohio, who evidently does nut 
take any too much stock in the professional saving of 
boys, brought the lonely urchin back East with him. The 
boy promised to stay at home for two weeks and then 
report himself at Baltimore to go to work. That boy got 
a job and, so far as known, he is holding it down yet. At 
any rate, Daniel Willard, busy man that he is, did his 
share toward setting the proper perspective before at 
least one boy, instead of turning it over to the profes- 
sional, either a truant officer or a juvenile court judge. 

Remembering that official hatred existing between the 
men who run the engines, under the orders of the dis- 
patchers, do you wonder that a Daniel Willard rule is tha: 
when there is a special official train on the road it takes 
the siding while the regular trains keep on their schedule? 
Apparently it is his idea that there are too many signals 
on the road requiring the general public and the men who 
are serving it directly to stand aside while a railroad 
official, proceeding on ordinary official business, whizzes 
by on a special. When he is out on the road, which is 
most of the time, Daniel Willard drops “into the hole” 
and leaves the right-of-way clear for the regular trains. 

Nor will you wonder, when you recall that Willard 
was born in the part of the country in which the farmers 
sow their wheat among the rocks with a shotgun, that 
he is going out to talk with the farmers along his road 
and is making up data to show folks who want to 
buy apples, peaches, potatoes and other produce where 
they can go, along the B. & O., and get what they are 
looking for. Nor will your eyes fall out when you learn 
that it is a Willard idea that it will be more profitable 
for the B. & O. to cultivate the territory it has to itself, 
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practically speaking, building up its business, than to get 
into a fierce financial competition to get business away 
from another line, while leaving its own front yard to 
grow up in weeds. 


CONCERNING CAR SHORTAGES. 


(Continued from page 278) 

when it shall have returned to normal volume 
there must be a large investment in certain classes 
of facilities. Improvements in operating methods 
are constantly being made, and they probably will 
continue. There must also be improvements in 
the plant. These will require large investments 
of capital. They will not be made while the net 
results of operation are decreasing, or decreasing 
relatively to the amount of capital invested. If 
the hoped-for return to normal conditions shall 
be complete enough to include a more satisfactory 
situation financially as well as regards volume of 
traffic, there need be no serious apprehension of 
a car shortage, whether due to lack of cars or 
terminal capacity on which to handle them. 

But car shortages may at some time return. 
But they are not altogether to be deprecated. 
Other things being equal, they mean business. 
They never occur except in the crop-moving sea- 
son. We have guessed that none will occur this 
year because the crop-moving season is coming 
when there is comparatively little of anything else 
moving. If the rainy season continues indefi- 
nitely there may not be as much crop freight as 
has been expected. The surplus may continue. 
A car surplus is a much more serious thing than 
a car shortage, but there is not much said about 
it. Car surpluses mean shortage of traffic. Dur- 
ing 90 per cent of the last eight years since we 
have had statistics that would give us a definite 
showing of the facts, the railroads have had more 
than enough equipment to handle their business. 
Considering this, and what a shortage of cars 
really means to the general welfare, complaints 
about shortages ought not to be too bitter. It 
may be wise to be paradoxical and hope for the 
conditions that are under present circumstances 
most likely to produce a shortage and still do our 
very best to prevent the occurrence. 


ACCOUNTING BULLETIN. 


The Commission, of July 30, under date of May 25, 
issued its Accounting Bulletin No. 9, effective July 1, and 
superseding Bulletin No. 7. It contains decisions in 346 
cases upon questions that have been raised under the 
Uniform System of Accounts for Electric Railways, pre- 
scribed by the Commission. Fred W. Sweney, chicf 
examiner of accounts, acknowledges the co-operation he 
has had in the preparation of the bulletin by the commit- 
tee on “A Standard Classification of Accounts of the 
American Electric Railway Accountants’ Association.” 
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The Open Forum 


Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of Transportation 


Questions of Interest to Traffic Men Who Keep in Touch With the 
Times—Contributions Are Welcomed 


OFFSET TO RAILROAD LOSS 


Editor The Traffic World: 

In your issue of The Traffic World, July 31, the article, 
“Fifty Million Dollars Annual Loss” (written by H. Mau- 
ricides), looks like a careless regard for figures. No 
estimate or calculation can be made on an improbability, 
and generalizing such statements gives the public a wrong 
impression without basis of fact. 


As it would be just as reasonable to state that the 
shipping public loses $50,000,000 annually through failure 
to receive voluntary refunds for overcharges on freight 
accounts audited, one will offset the other. 

Chicago, Aug. 2, 1915. A, L. Utermark. 


STOP-OVER SERVICE 


Editor The Traffic World: 


The article in your issue of July 24 on the stop-over 
service evidently comes from the hand of one who is 
entirely unfamiliar with the facts presented on the stop- 
over cars at the several hearings before the Interstate 
Commerce Commission. All of the objections raised by 
Mr. Howard were fully threshed out at these hearings, 
and when put to the “acid test” were found either to be 
in direct conflict with the facts or based on a perverted 
idea of the service actually performed by the carriers on 
the stop-over car. Thousands of small dealers were repre- 
sented at the hearings by officers of their organizations, 
asking the Commission to continue to them the benefits 
of the stop-over service. All Mr. Howard’s suspicions 
of the stop-over service as a “device” for the use of “large 
shippers” would fade away if he will read the testimony 
in the case. 


Milwaukee, Wis., Aug. 2, 1915. H. F. Lindsay. 


PANAMA CANAL SERVICE 


Editor The Traffic World: 


“Comparisons are odorous,” says Dogberry, but com- 
parisons are necessary to get a correct line on business. 
The Panama Canal has been open nearly a year, and 
from the experiences of the year we may draw conclu- 
sions as to the future. When the canal opened it offered 
a new service. College professors told us what great 
things it would do. With college professors, however, 
there is usually the attitude that if facts do not square 
with theory, then so much the worse for the facts. But 
facts are the things that the traffic fraternity has to 
deal with. 

The business community felt that now was the chance 
to do business; time through the canal was widely adver- 
tised as approximating the all-rail service and rates were 
lower. At last the traffic possibilities of the Pacific coast, 
the Orient and the Philippines were to be developed and 
shipments began to pile up. Rates were adavnced from 
80 to 90 per cent, delays and congestions ensued and 
the average time from New England to Pacific coast 





points was demonstrated at 40 days, as against 18 to 22 
days by the overland route. 

The rates and the service by the canal route may 
have been acceptable to some shippers. The rates are 
made on combination in order to evade responsibility to 
the Interstate Commerce law, no through bills of lading 
are issued for the same reason and marine insurance, with 
its manifold pitfalls and technicalities, is an added ele- 
ment of doing business that way. J 

But there is a clearing of the atmosphere and those 
shippers who want service coupled with responsibility 
are returning to the lines which have these elements to 
offer. 

A prominent shipper in the East forwarded a carload 
of merchandise to the Pacific coast by the overland route. 
The car took fire, goods were a total loss, claim was 
filed and paid in full in thirty days. The same shipper 
forwarded a lot of merchandise by the canal, insured 
same against marine peril of fire, stranding or collision. 
The ship took fire and there arose one of those beautiful 
cases of general average, with all its complications and 
delays. The shipper may get his money within two 
years if he is lucky and if he is sure that in his docu- 
ments every i is properly dotted and every t is properly 
crossed. Of course, the carrier is not responsible—but 
we are dealing with facts—and results. 

Broadly speaking, traffic may be divided into two 
classes: First, those commodities which move in small, 
frequent parcels, consisting of manufactured goods of 
high value. These require service, and will pay rates 
commensurate with service. This class of business re- 
quires through rates, through bills of lading and a fixed 
responsibility. For this kind of service it will pay. New 
England is essentially a territory producing such traffic. 
Second, those eommodities which move in large quanti- 
ties, of moderate or low value, requiring a service in 
which time is of less importance and in which the rate 
is a vital factor. New England produces very little of 
this class of goods. 


It is no trick to fill ships with freight when the rates 
charged are the lowest in the market. But it does re- 
quire high qualities of ability and integrity to develop a 
service which will attract and hold business and develop 
the traffic possibilities of the territories served. As the 
situation now presents itself, the rail carriers need have 
no fear that their rails will rust for want of business. 
And those cities of the West which feared that the service 
by the canal would deprive them of their markets need 
have no such fears. The business will naturally fall into 
the two classes mentioned, and those shippers who want 
service and responsibility will pay accordingly. 

J. D. Hashagen. 

Boston, Mass., July 12, 1915. 


An order has been issued allowing the reopening of 
Docket No. 6901, Navassa Guano Co. vs. C., M. & St. P. 
Ry. Co. et al., for the purpose of taking evidence to estab- 
lish the date and time of the shipment involved in the 
complaint. 
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CEMENT INQUIRY ORDERED 


THD TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 


To enable it to get a view of the whole cement rate 
structure in Western Trunk Line territory and its exten- 
sions into adjacent freight rate areas, the Commission, on 
August 5, issued an order, in Docket No. 8182, instituting 
a general inquiry into that subject. Individual formal and 
informal complaints and several investigation and sus- 
pension docket numbers deal with phases of the subject 
that overlap and make desirable such a general inquiry 
as has been ordered. Under No. 8182 will be considered 
the following: 

I. and S. Docket No. 257—Iowa-Minnesota cement 
rates. 

I. and S. Docket No. 339—Cement rates from Mason 
City, Ia. 

I. and S. Docket No. 406—Freight rates between points 
in Minnesota via interstate routes and between points in 
Minnesota and other states. 

I. and S. Docket No. 408—Cement rates between points 
in Illinois and points in Minnesota and other states. 

I. and S. Docket No. 463—Cement rates from Duluth, 
Minn., Mason City, Ia., to stations on the Midland Con- 
tinental Railroad. 

I. and S. Docket No. 382—Cement rates from Mason 
City, Ia., to Beach, N. D. 

No. 5914—Newaygo Portland Cement Co. vs. Chicago, 
Milwaukee & St. Paul Railway Co. et al. 

No. 7138—The Atlas Portland Cement Co. vs. Same. 

No. 8019—Iola Cement Mills Traffic Association’ et al. 
vs. the Atchison, Topeka & Santa Fe Railway Co. et al. 

The cases that have been decided are ordered to be 
reopened for further hearing in connection with the in- 
quiry so instituted, but the rates ordered in are to remain 
in effect while the inquiry is proceeding. If, when the 
investigation is completed, the Commission deems de- 
sirable any modification in. the orders heretofore issued, 
they will be made. 





LOWER TRANSCONTINENTAL RATES 


THE TRAFFIC SERVICE NEWS BUREAU. 

Colorado Building, Washington, D. @. 

Appearances have been entered in behalf of the Amer- 

ican-Hawaiian, the Grace, and Lauterbach steamship lines 

in the application of the Southern Pacific for permission 

to reduce still further rates on commodities moving from 

the Atlantic to the Pacific coast. A hearing is to be held 

on the subject at New York on September 1 before Chair- 
man Thurtell of the fourth section board. 


At that time Frank Lyon, for the steamship lines, 
will object to the grant of such permission on the ground, 
as stated, that Congress has not lodged discretion in the 
hands of the Commission to say whether the railroads 
shall be allowed to control navigation through the $500,- 
000,000 Panama Canal by the making of rates from the 
Atlantic to the Pacific so low that the steamship lines 
cannot live—without at the same time reducing rates 
to intermediate points. 


The cut which the Southern Pacific proposes to make 
is called terrific. It proposes to cut the rate on canned 
goods from 75 to 50 cents per 100 pounds. The steamship 
lines will object, on the ground that the application for 
permission to depart from the fourth section rule, in this 
instance, will not be a “special case” within the meaning 
of the fourth section, which, in such cases, permits the 
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Commission to authorize departures from the long-and- 
short-haul section of it. 


The steamship companies contend that there is noth- 
ing special in the situation other than a desire on the 
part of the railroads to drive the competing boat lines 
from the transcontinental traffic, without bearing the 
burden of reducing rates to the intermediate points, to 
which the boat lines cannot make rates, except in con- 
nection with rail carriers. 

The reduction on canned goods is cited merely as 
typical. Reductions of like character are made on iron 
and steel and other commodities. 


THE LUMBER INQUIRY 


Continuing his discussion, begun in last week’s Traffic 
World, of the importance of the lumber inquiry ordered 
by the Interstate Commerce Commission, A. Fletcher 
Marsh, chairman of the traffic committee of the National 
Hardwood Lumber Association and the Lumbermen’s 
Association of Chicago, says: 

“Following the suggestion of the Interstate Commerce 
Commission that the three classification committees adopt 
a uniform classification, it is understood that the classifi- 
cation committees decided that the questions at hand were 
ones which should be handled by rate associations rather 
than by the classification committees, inasmuch as lumber 
and lumber products in practically all cases took com- 
modity rates rather than class rates. Accordingly three 
representatives were selected from carriers of each of 
the five rate districts, Central Freight Association, West- 
ern Trunk Lines, Southwestern Freight Association, South- 
ern Lines and Southeastern Lines, and starting in August, 
1914. This committee met at Chicago until after the 
middle of June, 1915, to consider lumber classification. 
Under the chairmanship of J. E. Crosland of the L. & N., a 
careful compilation was made of all present lumber 
classifications. With the aid of mail catalogues and the 
occasional advice of the building carpenter, the various 
members of the committee were enabled to learn the 
process of manufacture and the use and dimensions of the 
various articles under their present classification. One 
of the questions first considered and which apparently 
caused the greatest, discussion was as to whether rough 
and dressed articles should take the same basis. Originat- 
ing lines finally had their way and a difference of 5 per 
cent was shown between rough and dressed lumber. The 
result was the compilation by the committee of a list 
issued first in typewritten form to the lines representing 
the committee, and later in printed form to each of the 
railroads. This list proposed that rough lumber and other 
articles sawed from the log were to take lumber rates. 
Articles taking 5 per cent above the lumber rate will in- 
clude lumber dressed on one or more sides. Ten per 
cent advance will be placed on agricultural implement 
and vehicle material rough, sawed or bent to shape, but 
not further manufactured. Twenty per cent advance will 
apply on articles further manufactured, but still bearing a 
close relationship to lumber, including agricultural imple- 
ment and vehicle material, bored and turned, also tight 
cooperage, lumber over one-sixteenth of an inch, but less 
than one-eighth of an inch. Woods of value, including 
walnut, will take a 15 per cent increase, both ordinary 
wood articles in the first three lists and a 20 per cent ad- 
vance over the last list. Remarks from the manufacturers 
concerning this list seem to indicate, while the railroads 
made a careful compilation of present-day classification, 
they have utterly failed to recognize the necessary funda- 
mentals if lumber is to be correctly classified.” 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC 
WORLD Will Be Pleased to Answer Inquiries Concerning Any 
Device or Method Mentioned in This Department 


THE WATERWAYS MOVEMENT 


(By J. Hampton Moore, Member of Congress and President At- 
lantic Deeper Waterways Association, in ‘‘Baltimore.’’) 
Baltimore has had a great deal to do with the de- 

velopment of our national commerce. It is favorably sit- 

uated with respect to railroads and waterways. Its busi- 
ness men have taken a deep interest in the waterways 
movement, which contemplates increased facilities for 
shipping, but it is questionable whether Baltimoreans or 
any of us in the East have been as thoughtful of the 
welfare of our large cties as they have been of theirs 
in the middle West and along the Pacific coast. I have 





just returned from a trip by way of the Great Lakes jo - 


the Pacific coast and to Hawaii. I have met men who 
were talking business from their local viewpoint and 
from the national viewpoint. Everywhere from the Great 
Lakes west they were talking about transportation /a- 
cilities and their own development, and nowhere did they 
hesitate to claim their full share in the bounty of the 
government of the United States. 


Along the Atlantic seaboard we have the population 
and we have the wealth, but it is undeniably true that 
by reason of our many activities we have failed to keep 
abreast of other sections of the country having less to 
go upon than we have, but who in the matter of Federal 


appropriations for public work do not consider us in the . 


running. Indeed, we seem to be so far above seeking 
government aid that we permit others to grow, expand 
and talk loud at our expense. We start something big, 
like a Chesapeake and Delaware Canal project, which would 
bring new life and vigor to the cities of the East, and 
then we dispute as to whether certain other projects are 
not better, or whether certain private interests or specu- 
lations will be interfered with. Too often we foolishly 
permit ourselves to suffer inconvenience and delays be- 
cause we do not take the time to fully investigate the 
motives of the pullbacks or of those who would impede 
our progress. In the case of England, we have seen ex- 
actly what it means to be overconfident of our own 
strength. We think the present Chesapeake and Delaware 
Canal will do for eastern needs until we wake up sud- 
denly and find that someone else has a Kiel Canal and 
that it is ready to do business in competition with us. 
We should not be thus indifferent to our own welfare, 
nor should we wait forever for what we all need, pecause 
of political or personal bias. 


It is amazing to one who travels from our own sea- 
board to observe how easy it seems to be for earnest or 
clever men or for corporations in other parts of the 
United States to obtain the money of eastern investors 
for railroads, for mining propositions, for irrigation and 
reclamation projects, or for industrial enterprises directly 
competing with our own, and then class us “slow” be- 
cause our wharves tumble down and our warehouses need 
paint. It is none the less amazing, in view of the Euro- 
pean war conditions and our own apparent unprepared- 
ness for any such titanic conflict as is being waged abroad, 
to observe how indifferent our government and we have 


been in our treatment of the inland waterways along the 
Atlantic coast. In the event of war—which God forbid— 
such antiquated works as the Chesapeake and Delaware 
Canal and the Delaware and Raritan Canal, instead of 
serving us in our extremity, would be a menace to our 
safety. 

We want inland waterways, not so much for war as 
for commerce. We want them not so much for Baltimore 
and Norfolk and Philadelphia and New York as we want 
them for the entire country. Opened and operated by 
the government, they would encourage and stimulate busi- 
ness in all the states and they would also promote that 
peace which their availability for strategic use in war 
would assure. 

The Atlantic Deeper Waterways Association, which 
has been aiding in the development of inland waterways 
along the Atlantic seaboard and which has contributed 
largely to the increase of appropriations for useful -and 
worthy projects, thus tending to give the Atlantic states 
their rightful status in the matter of government appro- 
priations, will discuss this whole problem fully at the next 
convention, which takes place in the city of Savannah ‘n 
November next. All the coast states will be represented 
and we shall hope to be able to prove to Congress that 
the time has come for putting the inland waterways of 
the Atlantic coast in their proper place upon the map. 


NEW TERMINAL GRAIN ELEVATOR, 


The new fireproof grain elevator at Seattle, built 
with public funds authorized by vote of the people of the 
Port District (King County), is completed. The total 
storage capacity is 500,000 bushels. This elevator is de- 
signed to receive grain in bulk or in sacks and to provide 
for the transition from sack to bulk grain handling which 
new Panama Canal trade routes has made possible and 
which some local conditions now demand. The shortage 
of grain bags resulting from European war conditions 
and anarchy in Mexico makes the opportunity for bulk- 
storage of Inland Empire, Montana and Alberta grain an 
attractive alternative. F 

While the elevator is located in Seattle and built 
with public money, it was intended and designed to provide 
an outlet for interior grain and facilitate the movement 
of grain at the common terminal of water lines and rail- 
roads, as well as to provide a local market for millers 
and merchants. 





The building is of reinforced concrete and consists of 
25 circular and 16 interspace storage bins and 32 work- 
house bins. Height of storage annex, 83 feet; height of 
workhouse, 165 feet; bulk receiving capacity per day,. 95 
cars in 24 hours; bulk shipping capacity per hour, 20,000 
bushels. 

The elevator will be operated directly by the port com- 
mission. The commission will not deal in grain,-thus 
insuring fairness and equal terms to the grain grower, 
the miller and the dealer. Negotiable warehousé’ receipts, 
which may be registered, will be issued for all grain 
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received. The rates will be based on actual cost of effi- 
cient operation. 

Rail service is provided by four interstate railroads: 
The Northern Pacific Railway, the Great Northern Rail- 
way, the Chicago, Milwaukee & St. Paul Railway and 
the Oregon-Washington Railroad & Navigation Co. 

Seattle harbor is accessible to deep-draft vessels en- 
gaged in ocean traffic, whether under power or sail, with 
no conditions to delay their arrival or departure. The 
great ocean vessels make Seattle their regular port of 
call. It is the terminal for coastwise and Alaska lines. 

Realizing the necessity for handling sacked grain in 
connection with bulk grain, the port has provided for 
storing and handling 300,000 bushels sacked grain in the 
Hanford street wharf transit shed, beside which the ele- 
vator is: located and over which bulk grain will be de- 
livered by belt conveyors and spouts to the holds of 
vessels. 


THE SUCESSFUL BUSINESS GETTER 


(By G:. W. Luce, Freight Traffic Manager, Southern Pacific Rail- 
road, in the Southern Pacific Bulletin.) 


In order to be a successful traffic solicitor it is very 
necessary to cultivate and possess the following impor- 
tant qualifications: 

First—Personality. 

Second—Perseverance. 

Third—Knowledge of your business. 

Fourth—Confidence. 

Fifth—Knowledge of customer. 

The first three are absolutely essential to insure suc- 
cess; they are the greatest assets a salesman can pos- 
sess, and more necessary than the last two. We are all 
born business getters, some more so than others, but this 
latter fact is because they have developed their talents. 
You have the talent in you; start right to develop it. 

First—Personality. Always present a good appear- 
ance. You may not be able to wear as expensive clothes 
as some, but you can be neat, clean and tidy. See there 
are no defects in your dress, nor spots on your clothes. 
Keep them nicely pressed. When retiring do not throw 
your coat or trousers carelessly on the bed or on a chair. 
Coat and trousers hangers are cheap, and your clothes 
will last longer if properly taken care of. Shave every 
morning. If you are going out at night shave again; 
it won’t hurt you. A shave in the morning makes you 
feel fresher, and more kindly toward all you meet. Walk 
with a determined step, head up with a smile and ex- 
pression of success, and you will have three-fourths of the 
day’s battle won. 

Second—Perseverance. This qualification must be 
used cautiously. Freshness is not perseverance. It is 
ignorance, and a trouble maker. There may be times 
when it is advisable to diseontinue your importunities 
for the time being. If your call is inopportune, do not 
force yourself on your customer; if you see your call is 
annoying him, do not be persistent. Change the subject 
and discuss a new subject for a minute or two, retrea‘- 
ing gracefully, and then return to the attack some other 
day, until you finally succeed in getting the business. 

Third—Knowledge of your business. You must know 
your business. Familiarize yourself with every detail. 





Know your tariffs, routes and service, location of points, 
and equip yourself with a general knowledge of trans: 
portation, so you can enter into discussion of such sub- 
ject, but do not antagonize the shipper by appearing to 
know it all. 


The shipper is entitled to the benefit of 
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his view. Do not get into any prolonged argument but 
do your best to explain away any misgivings he may 
have on any subject, and show him you are interested. 

Fourth—Confidence. If you have personality and 
have taught yourself perserverance, besides knowing all 
details of your business, confidence is assured, but with 
any of these three lacking, confidence will not be present. 
Then look out, because if you lack confidence in yourself 
you will not gain the confidence of the person with whom 
you are dealing. 

Fifth—Knowledge of your customer. It is a _ well- 
known fact that no two shippers have the same view- 
point, or temperament; hence they cannot be approached 
from the same angle. The successful solicitor appreciates 
this and lays his plans accordingly, and to be successful 
you must study your customer and acquaint yourself 
with his personal likes and dislikes. After gaining the 
confidence of anyone, never forfeit it by making a 
promise you cannot fulfill When you make a promise 
keep it! Nothing is so dangerous as to make a prom- 
ise, or say you will do something, no matter how trivial, 
and then break your word. Your word should be your 
bond. 

Sixth—General. The first impression made on a pros- 
pective customer is most lasting. Make a good impression 
on your first appearance by being straightforward, sincere 
and obliging. Profuseness in promises is objectionable. 
The customer only wants what he is willing to pay for. 
With him it is purely a matter of business, or, in other 
words, dollars and cents, including good faith. After you 
have gained the customer, you should at once begin to 
cement his friendship by taking an interest in him. For 
instance, after having tied up with him, you should see 
he is kept advised of the movements of his shipments, and 
also do all in your power to see they arrive on time. 
You should also be willing to listen to any little trouble 
he may have, such as an overcharge on his freight bill. 
You should take the matter up with your superiors and 
get it disposed of. All these things make for success, and 
are valuable assets in securing business, for when the 
customer begins to realize he can trust you with any little 
matter, then you are “in clover,” and his business is 
yours, but you must watch it in order to retain it. 

Seventh—How to get business. This is purely a mat- 
ter of personal, untiring and honest effort. There is no 
golden rule. The points I have made will be of value to 
you, but it rests entirely with yourself. Work! work! and 
more work! This is the very important factor. To ac- 
complish anything necessitates work, and the securing of 
traffic is by no means an exception. 


PACKING OF BUTTER FOR EXPORT 





(The Melbourne, Australia, Age.) 


For the first time in the history of the trade, con- 
signments of butter from America have been placed on 
the local market. Mr. R. Crowe, exports superintendent, 
stated yesterday that several parcels of California butter 
had been examined by experts of the produce division of 
the Agricultural Department, and the quality generally 
had been found uniformly good. The flavor was lacking 
in freshness, just as might be expected, considering the 
age of the butter. The type of package and weights 
chiefly arrested attention. The cube boxes were made of 
spruce pine, planed on the inside, and coated with paraffin 
wax to prevent the wood from tainting the butter. The 
outside was very rough, neither the wood nor edges 
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being planed, and this rough exterior lent to the picking 
up and holding of dust and handling marks. All the 
brands were stenciled, and not impressed, as was the 
case with Australian butter boxes. 

It was strange, continued Mr. Crowe, that in America 
such taste was displayed in the type, get-up, and branding 
of kerosene cases, and also such a laxity with butter. 
The weights were not marked on the packages, and the 
contents varied from 65 to 72 pounds; each packet had 
to be tared and recorded separately. In this respect the 
early days of the butter industry in Victoria were recalled, 
when kegs and boxes of different sizes and shapes were 
the rule. It was then necessary to weigh and record the 
gross, tare and net weights of each package. That was 
the practice 25 years ago. The Agricultural Department 
set to work, and soon had the 14-cwt. package in universal 
use. The whole of the butter packed in bulk for export 
and local sale throughout Australia was put in boxes con- 
taining 56 pounds net, and special precautions had been 
taken by regulations under the commerce act to insure 
the continuance of this standard package. By the arrival 
of butter from San Francisco one was reminded of the 
enormous boon the standard package was to all concerned. 
With the millions of boxes of butter made yearly, both 
labor and clerical work, sometimes involving mistakes 
and loss, were avoided. It came as a surprise, concluded 
Mr. Crowe, that the Americans, who adopted decimal 
coinage, should have overlooked the advantage of standard 
butter packages. 


ELECTRIC TRUCKS FOR CANAL PIERS 


(Panama Canal Record, June 30.) 

In order to expedite the handling of cargo on the 
piers at Cristobal, the Panama Railroad Co. has placed 
an order for electric trucks, in the expectation of increas- 
ing the use of such equipment if the results from their 
operation and the developments of traffic warrant. The 
order placed was for four electric tractor trucks, each 
equipped with three trailers, to be furnished by a Chicago 
company; and in addition eight trucks of a different type 
are to be seletced by the New York office-of the company 
and sent to the Isthmus. 

Each of the tractor trucks ordered is 6 feet long over 
all by 40 inches wide, has a wheel base of 42 inches and 
wheel gauge of 32 inches, four wheels, 16 inches in diam- 
eter, and a clearance of its working parts of 6 inches 
above the floor. Equipped with two sets of storage bat- 
teries, each weighs approximately 2,500 pounds. The 
steering radius is 5 feet and the speed is from 1 to 7 
miles per hour. Each tractor is rated to haul 20,000 pounds 
on trailers. 


It is proposed in the selection of additional trucks to 
experiment with types equipped with small cranes, mak- 
ing a unit capable of lifting cargo in a sling, transporting 
it, and delivering it, with a minimum of dependence on 
human labor. 





Upon further consideration of the record the petition 
of the Minneapolis, St. "Paul & Sault Ste. Marie, for a 
modification of the Commission’s order of June 5 in Docket 
No. 7243, has been denied. 

A corrective order has been issued in connection 
with the Western Rate Advance cases correcting a typo- 
graphical error in a former corrective order in the same 
case, covering F. A. Leland’s Tariff Supp. 20 to I; C. C. 
998, instead of as formerly reported, “988.” 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau, 






In this department we shall answer simple questions relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by immediate answer may secure pri- 
pms nue answers to their inquiries by the payment of 
a small fee. 


Address Legal Department, The Traffic Service Bureau, 
Colorado Bullding, Washington, D. C. 


What Constitutes Notice of Claim for Loss. 

Illinois —Question: “On Oct. 8, 1914, we made a ship- 
ment from a point in Ohio to a point in Kentucky, and 
which arrived at destination short five cases. In taking 
up with the initial carrier, we learned in November fol- 
lowing, that these goods were located at Cincinnati and 
were forwarded to destination. With this information we 
therefore did not file claim, taking it for granted that 
goods would be received in due time. It appears, how- 
ever, that this information was either in error or goods 
were again lost, as we were informed, after four months’ 
time had elapsed, that goods had never been received. in 
view of the fact that we had a claim filed on this partic- 
ular shipment for overcharge, we have amended same, in- 
cluding the above loss. Are you of the opinion that we 
will be reimbursed for these goods?” 

Answer: A claim for overcharges is in its nature 
wholly different from a claim for loss or damage, and the 
latter is required to be filed with the carrier within four 
months after a reasonable time for delivery has elapsed 
for purposes that would have no application to the time 
within which a claim for overcharges must be filed. We 
believe, for the reasons given and authorities cited in 
answer to “Iowa,” published on page 39 of the July 3. 
1915, issue of The Traffic World, that the mere filing of 
a written claim for overcharges on a given shipment 
within four months would not legally be extended to in- 
clude a written claim for loss or damage to the same 
shipment, but which was not filed until after four months 
have elapsed. 


” 


a s Ba 


Delivery of Goods to Carrier Unaccompanied by Bill of 
Lading. 

Michigan.—Question: “Will you kindly give us your 
comment and opinion in the columns of The Traffic World 
on the liability of carriers in the following illustration? 
Our truck picks up a shipment at the factory for trans- 
portation to a point in the Southeast, shipment beinz 
included with others for various destinations, truck having 
aboard shipments for two different railroads. On arrival 
at one railroad, shipments for regular delivery to that 
road are unloaded, and a shipment for which a bill of 
lading was made out for delivery to another railroad was 
unloaded. The carriers receiving shipment for the South- 
east without bill of lading, loaded it in a car, expecting 
to get the bill of lading later in the day, making a memo- 
randum of it, and letting the shipment go forward to 
destination “free astray.” The truckman on calling at 
the railroad over which the southeastern shipment should 
have moved discovered that he did not have the ship- 
ment called for by the bill of lading and returned to the 
plant. The plant was sure that it made the shipment, 
but, as the railroad stated it did not, immediately made 
a duplicate shipment the following day via the original 
bill of lading route. The shipment delivered in error to 
the competing line the day previous arrived at destination 
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and was delivered to consignee. The shipment sent on 
the regular bilkvof lading arrived at destination and was 
refused by customer and returned to the plant, with 
$55.60 charges covering freight in both directions. 

“Is the carrier that handled the shipment without 
billing liable for the charges accruing on the shipment 
that was unnecessarily forwarded via another route by 
reason of its failure to report having received the ship- 
ment from us, and applying for regular billing?” 

Answer: The Act to regulate commerce requires a 
carrier receiving property to issue a receipt or bill of 
lading therefor, and rule 1 of the Official Classification 
provides that if a shipper does not desire his property 
to be carried subject to the terms and conditions of the 
uniform bill of lading that it will be carried under the 
liability imposed by the common law and the federal and 
state statutes applicable thereto. The Interstate Com- 
merce Commission also has authority to consider and 
determine the reasonableness of regulations and prac- 
tices in respect of issuance, form and substance of bills 
of lading, and to determine and prescribe what regula- 
tions and practices are just and reasonable. 


But neither the Act to regulate commerce, nor the 
classification rules, nor the orders of the Commission g9 
so far as to hold that a carrier may not accept property 
for transportation, or actually transport the same, until 
a bill of lading is in fact issued and delivered to the 
shipper. The law as determined by the various state and 
federal courts is that a delivery of the goods to the 
initial carrier becomes complete when they are tenderel 
to that carrier and it accepts the same. The responsibil- 
ity for the safety of the goods has shifted from the owner 
to the carrier, and it becomes liable for their safety 
eo instanti with its acceptance of them. Such a delivery 
to the carrier with the name and address of the consignee 
marked upon the goods is, in the absence of some direc- 
tions or agreement otherwise, equivalent to an express 
direction to transport them to such consignee at once; 
and the reception of the goods under such circumstances 
imposes upon the carrier, immediately, the obligation to 
forward forthwith, and the responsibility of the common 
carrier, unless the habitual course of dealing between the 
parties has been otherwise. See Hutchinson on Carriers, 
3d edition, Vol. 1, section 113, and authorities cited. 

~ & oa 


Manner of Filing Claims for Damages. 


Ohio.—Question: “Will you kindly advise, through 
the columns of your valuable paper, what action should 
be taken in the following case? We made a shipmert 
from a point in Massachusetts to a point in Ohio and 
when same arrived at our plant it was found to be dam- 
aged. We immediately notified the shippers and also the 
agent of the delivering line of this damage and we were 
notified to have shipment returned to the original point 
of shipment. The time which elapsed since the delivery 
to consignee until claim was filed against originating car- 
rier is more than the specified four months. The carrier 
to which claim was presented has refused to honor same, 
stating that the claim should have been filed within four 
months after delivery to consignee. As shipment had to 
be returned to the shippers, so as to make an allowance 
for salvage, we contend that we are right in presenting 
claim within four months after shipment was returned to 
shippers.” 

Answer: The Interstate Commerce Commission has 
informally expressed the view, in supplemementary pro- 
ceedings to case Docket No. 4844, “In the Matter of Bills 
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of Lading,” “that the provision in the uniform bill of 
lading, requiring that claims for loss, damage or delay be 
made within a period of four months after the shipment 
was made, is legally complied with when the shipper, 
consignee, or the lawful holder of the bill of lading, within 
the period specified, files with the agent of the carrier, 
either at the point of origin or the point of delivery of 
the shipment, or with the general claims department of 
the carrier, a claim or a written notice of intended claim, 
describing the shipment with reasonable definiteness.” 
See rule 456, Conference Rulings Bulletin 6. 

If, therefore, you actually filed with the agent of the 
delivering carrier a claim or a written notice of intended 
claim within four months after delivery of shipment was 
made, you legally complied with the requirements of sec- 
tion 3, paragraph 3, of the uniform bill of lading. It, 
however, you did not actually file with the agent of the 
delivering carrier a claim or a written notice of intended 
claim, but merely notified the agent of such carrier of 
the loss or damage, then, in accordance with Interstate 
Commerce Commission Circular No. 31, you failed to com- 
ply with the published tariffs of the carrier, an excuse 
for which is not within the power of the Commission 
to grant. 

pa & * 


Shipment Billed to Intermediate Point Within State and 


Rebilled to Destination Outside State. 

Nevada.—Question: “Carriers publish an intrastate 
rate on ore, carloads, from A to B of 25 cents per tor. 
On ore billed from A to C, a point in an adjoining state, 
a combination of interstate rates is applicable, made up 
of rate of 40 cents per ton A to B and $3 per ton B to C. 
Under decision of the Interstate Commerce Commission, 
No. 6817, in the Kanotex Refining Co. vs. A., T. & S. F. 
Railway case, 34 I. C. C., 271, can shipper legally bill ship- 
ment to himself at B, paying freight charges on basis 
of the intrastate rate, and rebill to C at rate B to C, whicli 
makes a 15-cent lower rate on shipment, no through rate 
being published from A to C?” 

Answer: The Interstate Commerce Commission has 
repeatedly held that on any through carriage of traffic 
between interstate points, the lawfully published inter- 
state rate must be applied by the carrier and paid by the 
shipper, and that where the through interstate rate in 
effect between two points is higher than the aggregate of 
the intermediate rates any plan of first billing to an in- 
termediate point a shipment that is really intended to 
reach a destination beyond is simply a device for defeat- 
ing the lawful through rate, and is unlawful. In the case 
above cited the Commission found that the property in 
question was not shipped to the intermediate point for 
local delivery or consumption, or that the ultimate des- 
tination was determined after the arrival of the property 
at such intermediate point, but instead, that the billing 
to the intermediate point was simply a step in their 
transportation to their real destination, and that the only 
motive in so billing the traffic was to defeat the intet- 
state rate lawfully applicable to the through service. 
Further, that the shipper did not have a legal right to 
divide a through movement into two parts, and through 
the help of an agent at an intermediate point to make 
a separate contract for each movement at the rate law- 
fully available therefor. The Commission in that case 
cited a number of U. S. Supreme Court decision in con- 
firmation of its views. 

In that case the shipper devised the plan of billing 
its tank cars to an agent at an intermediate point for the 
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sole purpose of acting as the consignee of such shipments 
and of rebilling them to ultimate destination. It was ad- 
mitted of record that the cars were so billed and rebilled 
for the sole purpose of securing the transportation to 
the ultimate destination at a lower aggregate cost then 
was available under the lawfully published through inter- 
state rate. So that this case fully answers your question 
except on the point of a published through interstate rate. 
But the United States Supreme Court holds that goods 
are interstate when they have actually started in the 
course of transportation to another state. and, as such, are 
subject to the interstate rate, no matter by what method 
or combination such rate may be constructed. A through 
rate is the rate applicable from the point of origin of a 
shipment to its destination and may be (a) a local rate 
where both points are located upon the line of one road, 
or a combination of the separately established local rates 
of such road, or (b) a joint rate over a through route 
composed of two or more roads which have agreed to a 
joint rate, or (c) a combination of separately established 
rates applicable on through business over a through rouie 
which does not enjoy a joint rate. 


MILLING-IN-TRANSIT REPORT 


THE TRAFFIC SERVICE NEWS BUREAO, 
Colorado Building, Washington, D. OC. 


While the public has been expecting reports from the 
Commission only on the Western Advanced Rate case, 
the anthracite investigation and the Rock Island inquiry 
before the Commissioners take a little vacation, there 
is reason to believe that another report on milling ia 
transit may be given out before that time. That matter, 
so far as hearings and arguments are concerned, was 
closed early in February. 

The disinclination of the Commission and the rail- 
roads to extend the milling-in-transit privilege is well 
known. Therefore whatever comes from the Commission 
is expected to be a hedging about of the privilege, a re- 
striction, rather than any extension. The Commission has 
required the carriers to extend the privilege only to cure 
unjust discriminations, as, for instance, in the Decatur 
elevator case, so as to place a complainant at that point 
on an equality with competitors at the Ohio River. 

The transit privilege on logs has caused the most 
irritation. Inasmuch as many of the tap lines extended 
the lumber rate back to the standing timber, the Com- 
mission took occasion in all its reports in the tap-line 
matter to condemn it and to say that that was a plant 
and not transportation service. There is an expectation 
that when the new report comes out it will lay down prin- 
ciples that will govern the trunk lines in disposing cf 
the question of reparation to tap lines in which the milling- 
in-transit privilege was part of the through route and 
joint rate arrangement. 


COMMISSION ORDERS. 

An order has been issued allowing the Royal Milling 
Co. to amend its complaint against the Great Northern 
Railroad, as contained in Docket No. 7893. 

By Supplemental Order No. 16 the Commission has 
modified its Supplemental Order No. 15 in Docket No. 
4198, “In the Matter of Express Rates and Practices, etc.:” 
some slight modifications are made in figures. 

The Commission has issued an order vacating its 
orders of May 7 in I. and S. No. 634, “Central Freight 
Association Plaster Board Rates,” the carriers having 
filed tariffs, effective June 30, tariffs canceling out the in- 
creased rates suspended by the orders above referred *o. 
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=HELP FOR TRAFFIC MAN 
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This department is conducted by a traffic man of 
long experience and wide knowledge. In it he will an- 
swer questions relating to practical traffic problems. We 
do not desire to take the place of the traffic man, but to 
help him in his work. We reserve -the right to refuse 
to answer any questions that we judge it unwise to 
answer or that involve situations that are too complex 
for the kind of investigation contemplated. Questions 
will be answered as promptly as possible. No answers 
will be given by mail. 

Address ‘Help for Traffic Man,” The -Traffic Service 
Bureau, 418 S. Market St., Chicago, III. 





Through Rates Without Concurrence of All Carriers 


Concerned. 


Referring to your answer, above caption, on page 221 
of The Traffic World for July 24: You will find that the 
ocean carriers have agency issues applying to various 
southern and southwestern points. One set of rates is 
carried from New York City, and another, slightly higher, 
from what is known as Atlantic Seaboard territory, which, 
roughly, is bounded on the east by the Atlantic Ocean 
and on the west by a line beginning at Buffalo, N. Y.; 
thence to Point Pleasant, on the Ohio River, not including 
Pittsburgh, Wheeling, etc.; thence via B. & O. to Kenova, 
W. Va., and N. & W. to Devon, W. Va.; thence eastwardly 
north of the main line of the N. & W. to the coast. The 
rail lines in the seaboard territory just described are 
not shown as parties to the tariffs, but the tariffs pro- 
vide that the ocean carriers will absorb the local charges 
of the rail lines to the ports, also transfer charges, and 
a list of the rail tariffs carrying such local charges is 
carried. The circumstances being as related, it would 
seem that the rail lines could not legally disregard the 
through rates so provided.—F. S. B. 


Increased Rates Effective. 


Q.—A tariff supplement indicating an advance in 
freight rates to several stations by the usual mark for 
indicating the increase used by the company issuing the 
tariff, but the tariff may be an increase to several other 
stations.and they do not indicate in any way that the 
rates to these stations are increased. If the supplement 
becomes effective, would the increased rates be effective 
to the stations that are not so marked? 

A.—The increased rates would become effective if 
statutory notice were given, although such a case would 
be an apparent violation of rule 2 of Tariff Circular No. 
18-A. The giving of statutory notice on the increased 
rates, opposite which no reference mark indicating an ad- 
vance was shown, would, in our opinion, legally establish 
such rates. 


Minimum Charge to Oklahoma Points. 


Q.—Kindly refer to your answer relative to minimum 
charge on. small lots to Oklahoma points from Central 
Freight Association territory on page 270 of The Traffic 
World, July 31. Is this not in error? Kindly refer to item 56, 
page 34, of Southwestern Lines’ Tariff 15-H, F. A. Leland’s 
I. C. C. 1085; this reads as follows: “The minimum 
charge on small shipments from Central Freight Asso- 
ciation territory as shown, ets., will e 100 pounds at the 
first class rate named on pages 79 to 90 to’East St. Louis, 
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Ill., plus 100 pounds at the established tariff rate East 
St. Louis to destination.” 

A.—While item 56, page 34, of Southwestern Lines’ 
Tariff No. 15-H, provides for the minimum charge as stated, 
we are not aware that the provision as shown on page 
57 of Southwestern Lines’ Tariff Circular No. 3-J, Leland’s 
I, C. C. No. 1056, has been abrogated, and as this ex- 
ception must take precedence over the arrangement pub- 
lished in the tariff, the writer will take the matter up 
with the publisher of the issue, F. A. Leland, and ascertain 
why the rule as carried in Tariff No. 15-H, effective July 
28, is in apparent conflict with the rule circular. How- 
ever, were the writer to handle a shipment going from 
Central Freight Association territory to Oklahoma, he 
would not endeavor to apply an alternate application, and 
insist that theeshipment be carried at the through rate 
rather than at sum of the differentials and the rate from 
St. Louis. 

Disclosing of Information. 


Q.—On page 221 of the July 24 issue of The Traffic 
World, in answering a question relative to the disclosing 
of information, you say: “When shipments are recon- 
signed in transit the original point of shipment and origi- 
nal consignee must not be shown on the freight bill at 
destination.” Will you kindly refer me to a decision of 
the Interstate Commerce Commission covering this? 

Q.—On page 221 of your number of July 24 the editor 
of “Help for Traffic Man” advocates concealing the point 
of origin and name of shipper for reconsigning shipments. 
I think the editor should make a distinction between ship- 
ments reconsigned as entirely new shipments and ship- 
ments not reconsigned as such. When a shipment is re- 
consigned at the local rate from the shipping point with 
the accrued charges as advances, or is reconsigned at 
the balance of the through rate, it is essential to know 
the point of origin before the freight bill can be revised. 
Now the Interstate Commerce Commission, in case 5518, 
Feb. 2, 1914, in a lengthy discussion of the data that 
freight bills should contain, points out how essential it 
is that freight bills contain every data required to deter- 
mine the correctness of the transportation charges. It 
also strongly recommends that the form of freight bill 
illustrated in this case be adopted by the railways of 
the country, and this form contains a blank space wherein 
to enter the shipper’s name. I am therefore of the opin- 
ion that to carry out the recommendations contained in 
your article, without some limitations, would be contrary 
to the Commission’s ideas and recommendations.—W. S. 

A.—Interstate Commerce Commission Conference Rul- 
ing No. 356 of May 6, 1912, provides that it is unlawful 
for carrier to disclose to a shipper the ultimate consignee 
of a shipment reconsigned in transit by the original 
consignee. Section 15 of the Act to regulate commerce 
provides that information of this character must not be 
imparted by the carrier. 

Switching Charge and Demurrage. 


Q.—The railroad places for unloading a car on a pri- 
vate siding. For the convenience of the consignee the 
latter asked the railroad company to take the car off 


the private siding, and place it on the railroad company’s © 


siding, with the understanding that demurrage will con- 
tinue to accrue. Please advise whether the railroad 
company is entitled to any switching charge for such 
service or accommodation. 

A.—The railroad is entitled to compensation for the 
service performed in switching a car from private siding 
to public team track, and the amount of the charge will 
be found in the local switching tariff of the carrier., It 
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is our opinion that you must be governed by the regular 
demurrage rules covering the loading and unloading of 
cars. 

Collection of Charges. 

Q.—A makes shipment from point in Ohio to B, which 
is a prepaid station in Missouri. A pays the amount of 
freight as charged by the initial line as per rate quoted 
on freight to destination; bill clerk for the initial line 
makes an error in figuring the rate to be charged, charg- 
ing $17.65, whereas the correct amount should be $18.12, 
or an overcharge of 47 cents. The agent of the delivering 
line at destination holds the shipment, refusing to de- 
liver same until the initial line has shown the 47 cents 
to be collected. Has the agent at destination the legal 
right to hold the goods, or should he make delivery of 
same, and issue due bill to the initial line for the collec- 
tion of 47 cents? On what ruling does he base his action? 

A.—Agent should not hold shipment if there is due 
47 cents or an underprepayment, as this amount should be 
collected from the consignee, and any adjustment between 
connecting lines effected after. Agent must collect the 
correct amount of freight charges as per tariff. 

Responsibility for Wrong Delivery. 

Q.—We bill a car to a prepaid station and bill it to 
the Chas. A. Krause Milling Co. at Harrisburg, Pa., for 
instance. The car is delivered to John Jones, or, rather, 
he might accept or take delivery. If this consignee gets 
possession of the contents of this car, are we out our 
money, that is, will Mr. John Jones be forced to pay us 
the amount of our invoice, or will we have to look to the 
transportation company for same? The point is this: 
The car is billed to ourselves at a certain station, and 
another man takes possession of the car. Is the consignee 
responsible, is the railroad company responsible, or is 
the Krause Milling Co. out its money? 

A.—Your question seems ambiguous. If a car is billed 
to prepaid station, it cannot also be billed to an open 
station, such as Harrisburg, Pa., and we do not see how 
John Jones could come into possession of the car, if even 
at siding at a prepay station, unless through misappre- 
hension, and not through any error of the carrier, as the 
carrier does not make actual delivery to the consignee 
at prepay station, the car being placed on siding, the 
consignee, as per the billing, being notified, and pos- 
session taken of the property in due course and if anyone 
other than the consignee takes the freight, it seems to 
me it would be a legal question on which many prece- 
dents have been established. 


COMMISSION ORDERS 


The order for reparation entered on April 1, in Docket 
No. 6923, Virginia-Carolina Chemical Co. vs. L. & N. R. R. 
Co. et al., is rescinded, and, upon petition of the com- 
plainant and a further consideration of the record, the 
case will be reopened for further hearings. 

The Commission has vacated its orders of January 22 
and April 20, suspending F. W. Gomph’s I. C. C. Supple- 
ment No. 8 to 160, covering fertilizer rates to California 
points, in I. and S. No. 583, a tariff having been filed, 
effective July 28, canceling out the increased rates. 

Under date of May 24 the Commission issued an order 
for the reopening of Docket No. 5716, Lamb-Davis Co. vs. 
Great Northern Railway Co., for the purpose of taking 
further testimony for the fixingvof divisions of rates. This 
order is now rescinded, the Oregon-Washington Railroad & 
Navigation Co. having withdrawn its request of May 5 
requesting the Commission to establish divisions. 
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PERSONAL NOTES 


J. D. Cornell, recently appointed traffic manager of 
the Joplin & Pittsburg Railway, and Kansas City, Kaw 
Valley & Western Railway, was born in Nebraska City, 
Neb., in 1875. His initial railroad work began in 1891, as 
office messenger in the old general office of the Burlington 
“Lines West” when those offices were at St. Joseph, Mo., 
under the supervision of W. C. Brown as general man- 
ager. Mr. Cornell later was engaged in the general office 
of the St. Joseph & Grand Islard Railway, serving in 
various clerical capacities, and resigned in 1900 to accept 
service in the traffic department of the Kansas City 
Southern Railway, at Kansas City, Mo. He resigned as 
chief rate clerk of that company in 1907, to go with 





J. D. CORNELL. 


F. A. Leland, chairman of the Southwestern Tariff Com- 
mittee, at St. Louis, Mo., handling freight rate adjust- 
ments and tariffs to and from the Southwest. After three 
years with that committee he turned his attention, in 
1910, to Illinois lines, and was then appointed general 
freight and passenger agent of the Rock Island Southern 
Railway, a new road, then under construction. The manner 
in which he established rates and working arrangements 
and developed traffic possibilities during his five years’ 
service with that company was noticeable, and he was 
selected for his present appointment, effective July 7, 1915. 

J. W. Grady has been appointed traffic manager of the 
Syracuse Chamber of Commerce Traffic Bureau, to suc- 
ceed E. E. Bockstedt, who recently became associated 
with the Columbian Rope Co. as traffic and railway sales 
manager. 

James F. Mead, division freight agent of the Atlantic 
Coast Line Railroad, with office in Jacksonville, Fla., has 
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been promoted to assistant general freight agent, with 
headquarters in Savannah, Ga., effective August 1. 


Fred A. Moore is appointed assistant general freight 
agent of the Fonda, Johnstown & Gloversville Railroad Co. 


The Chicago Great Western Railroad Co. announces 
that B. J. DeGroodt is appointed assistant general freight 
agent at Omaha, Neb., vice C. J. Chisam, resigned. D. W. 
Quick is appointed division freight agent at Red Wing, 
Minn., vice Mr. DeGroodt. 


Roberts Walker, general counsel for the receivers of 
the Chicago, Rock Island & Pacific, has resigned. He 
has offered to aid the receivers of the road at any time 
his knowledge of its legal affairs may be needed, and 
this offer has been accepted. 


The United Fruit Co. announces that the title of M. 
Hartmann is changed to general western freight agent, 
with office at Chicago, this action being necessary in order 
to permit him to devote his entire time to increased freight 
duties. William B. Wheeler, traveling passenger agent, 
will have charge of passenger matters in the same ter- 
ritory. 

The Spokane, Portland & Seattle Railway Co. an- 
nounces that, effective August 1, the jurisdiction of C. A. 
Vermillion, superintendent car service and telegraph, is 
extended to include the Spokane & Inland Empire Railroad 
Co. and the Great Northern Pacific Steamship Co. F. A. 
Brainerd, having received indefinite leave of absence on 
account of ill health, the jurisdiction of A. J. Davidson, 
superintendent of the Portland division, is extended to 
include the Vancouver division and Oregon Trunk Rail: 
way. 

The Texas & Pacific Railway Co. announces that, ef- 
fective August 15, J. D. Webb is appointed commercial 
agent, with headquarters at Alexandria, La. Mr. Webb 
will report to the assistant general freight agent at New 
Orleans, La. J. W. Jordan is appointed traveling freight 
and passenger agent, with headquarters at Opelousas, La. 
Mr. Jordan will report to Mr. Webb. The headquarters 
of F. J. Burke, assistant general freight agent, Dallas, 
Tex., will be transferred to New Orleans, La. Mr. Burke 
will be in charge of solicitation in Louisiana and the 
Southeast, reporting to the general freight agent, as 
heretofore. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Philadelphia will hold its golf, 
tennis and quoit tournament and ladies’ day outing Tues- 
day, Aug. 10, 1915, at the North Hills Country Club, 
Edge Hill, Pa. 

The Milwaukee Traffic Club held its annual boat ride 
Sunday, July 25, being entertained by G. F. A. Cleveland 
of the Pere Marquette steamers. Some 350 guests took 
advantage of the beautiful weather to enjoy the ride 
along the north shore of Lake Michigan. The annual 
ball game between the Schlitz Brewing Co. and Milwaukee 
Traffic Club teams was staged at Athletic Park Saturday, 
July 31, the contest extending into a twelve-inning game, 
resulting in a victory for the Schlitz team, 14 to 13. A 
large number of Chicago railroad representatives attended 
this affair. 





PACIFIC NORTHWEST DEMURRAGE 
‘The statement of the Pacific Northwest Demurrage 
Bureau for June shows 6,365 cars held overtime out of 
98,978 reported. 








LUMBERMEN DISPLEASED 


THE TRAFFIC SERVICE NEWS BURLA! 
Colorado Building, Washington, D. O. 

Lumbermen are dissatisfied with the decisions made 
by the Commission in the two big lumber cases raised 
by the tariffs suspended in I. and S. Nos. 184 and 520. 
John R. Walker, attorney for the Southern Hardwood 
Traffic Bureau, speaking to the lumbermen, had this to 
say: 

“The outstanding feature of the decisions in I. and S. 
184 and 520 is the unresponsiveness of the Commission to 
considerations of a commercial nature. No one can study 
the Commission’s decisions of recent years without be- 
coming convinced that the point of view from which the 
Commision approaches the matter of determining the ree- 
sonableness of rates is different from the point of view 
of the ordinary business man or traffic official. The Com- 
mission entertains a legal concept-——-the business man and 
traffic official a commercial concept. 

“As well as I can define the rather intangible view- 
point of the Commission, it is that under the law the 
earriers have the right to inaugurate their rates, and that 
a considerable latitude should be allowed them in which 
to exercise their judgment without interference from a 
public regulating body, but when that freedom of action 
is abused and a rate established which is unconscionable 
or which clearly strikes the unbiased mind as unreason- 
able, then it is the duty of the Commission to intervene. 

“The Commission has frequently said that it was not 
the purpose of Congress in passing the Act to regulate 
commerce that the Commission should substitute its juds- 
ment for the judgment of the traffic officials of the car- 
riers, but merely that it should exercise its power of 
regulation when the judgment of the carriers themselves 
is clearly abused. 

“Three courses of action are open to the public: First, 
an amendment to the Act to regulate commerce making 
possible an appeal by shippers from the decisions of the 
Commission, which is denied them under the present act. 
While this is the remedy most frequently urged, and the 
one which will most likely be first adopted, yet it is really 
the one which promises the least relief from the condi- 
tions described. An appeal from the legal dicta of the 
Commission could only be taken to some. other legal tri- 
bunal, and the issue would still be resolved upon legal 
grounds as distinguished from commercial grounds. The 
only basis for appeal would be matters of law as dis- 
tinguished from matters of fact, as this is the only basis 
upon which the carriers themselves can take an appeal 
from the Commission’s findings., 

“A growing discontent throughout the country with 
respect to the Commission’s findings is rapidly formulating 
itself anto an appeal to Congress for an amendment cf 
this character. It seems not unlikely that at the next 
session of Congress steps in this direction will be taken, 
but to my view a much more promising and important 
corrective would be to organize a propaganda in favor 
of a change in the personnel of the Commission, reducing 
the amount of legal and theoretical weight which it now 
possesses and substituting an equal amount of practical 
commercial and traffic training. Of course, there must be 
some members of the Commission with legal training. 
This element is indispensable. Also it would be a serious 
loss to the Commission to have no representatives upon 
it who had special training in the theories of economics, 
but the backbone of the Commission should be constituted 
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of business men and traffic officials. There is an old 
Arabian proverb which says: ‘All sunshine makes the 
desert.’ Likewise, too much legal light produces sterility. 

“I believe that the business interests of the country 
would be willing to see two broadminded traffic officials 
sitting upon the Commission if they were balanced off by 
a like number of broadminded business men. 

“The other important remedial measure which I would 
propose would be the adoption by Congress of a resolution 
or an amendment to the Act to regulate commerce whica 
would affirmatively set forth tle view that the Commission 
in passing upon the reasonableness of rates should take 
into account commercial considerations and approach the 
problem from the standpoint of the enlightened railway 
traffic official. 

“If the government regulation of rates is to be, “s 
it was intended it should be, the handmaiden of commerce 
and not its master, then some measures looking to a 
change in present methods must be formulated. 

“It is hardly necessary to say that the Commission 
is endeavoring to do its level best according to its lights, 
and no one who is closely familiar with its work for a 
moment entertains the thought that it is actuated by any 
but the loftiest of motives. It is a fine example of morality 
in political life. Its weaknesses are constitutional and 
it is no more to blame for them than is an individual for 
weaknesses of a congenital nature. Fortunately its con- 
stitution can be changed.” 


LIABILITY FOR FROST DAMAGE 





The Appellate Court of Illinois has affirmed the judg- 
ment of the Municipal Court of Chicago awarding damages 
to Jennings Bros. in their suit against the Baltimore & 
Ohio to recover for frost damage to three carloads of ap- 
ples shipped from Charlestown, W. Va., to New York for 
export. The court says the evidence tended to show that 
the apples were in good condition when tendered for ship- 
ment, and that they were in a frozen condition when they 
arrived in New York, the plaintiff thus making out a prima 
facie case of negligence, and it being incumbent on the 
defendant to overcome the presumption. The defendant, the 
court says, did not argue against this principle of law, 
but urged three exceptions—the act of God or the public 
enemy, losses due to the acts of the shipper himself, and 
losses due to the inherent nature of the goods themselves. 


“Defendant admits,” says the court, “that the loss 
was not due to the act of God or the public enemy, but 
insists that it was due both to the act of the shipper and 
the inherent nature of the goods, contending first that 
the weather being extremely cold, the act of the shipper, 
in offering the apples for transit in that state of the 
weather constituted negligence. In urging this contention, 
it comments on the fact that the plaintiff realized the dan- 
ger of shipping during freezing weather by heating the cars 
during the time they were loaded, papering them, placing 
shavings on the floor, papering the doors on the outside, 
yet offered them for shipment without requesting the de- 
fendant to heat the cars. We look upon these acts of 
the shipper as showing the exercise of a degree of care 
commensurate with the existing weather conditions at the 
time of loading and delivery for shipment. The fact that 
no request was made on the defendant to heat the cars 
does not subject plaintiff to a charge of negligence. 

“Defendant, when accepting these cars for shipment, 
did not impose any conditions in its bill of lading, requi'- 
ing plaintiff to furnish stoves for heating while in transit, 
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nor did it ask the shipper to assume the risk for the apples 
freezing in transit. It was the duty of the defendant, under 
its contract for carriage, to provide all suitable means for 
transportation and to exercise that degree of care which 
the nature of the property required. Ruddell vs. B. & O. 
R. R. Co., 15 App. 456; Wing vs. N. Y. & E. R. R. Co., 1 
Hilton 235; Wolf vs. American Express Co., 43 Mo. 421. 

“Defendant further contends that the loss or damage 
occurred because of the inherent nature of the goods. 
This defense presupposes, however, that the carrier has 
performed its duty to carry the goods safely to their des- 
tination. The evidence offered on behalf of the defendant 
merely showed that there was no delay in the shipment or 
no mishap during the transit. There was no evidence 
offered by defendant to show that it took any steps to 
prevent the freezing of the apples accepted by it for 
transit. There was no evidence offered by defendant to 
show that it took any steps to prevent the freezing of the 
apples accepted by it for transit, nor was there anything in 
its testimony to advise the court as to what care these 
apples had while carried in its train, or while standing at 
stations; nor what care they received at their destination 
and before delivery. As has been well said by Mr. Justice 
Bunn, speaking on behalf of the Supreme Court of Minne- 
sota, in the case of Pressley Co. vs. I. C. R. R. Co., 136 
W. W. 11, wherein the facts are almost identical and 
wherein the evidence on the defendants was substantially 
same as in the case at bar: 


Unless we are prepared to hold that damage by frost while 
in transit is something that the carrier owes no duty to pre- 
vent we can hardly sustain the contention that the evidence 
shows that defendants used due care. It is not necessary to 
point out what defendants could have done to save the loss of 
the holly. They offered no evidence of any effort in that direc- 
tion. We think there was an entire failure to rebut the pre- 
sumption of negligence that arose. 


“As in the case at bar, we are of the opinion that de- 
fendant has failed to rebut the presumption of negligence 
made out by plaintiff’s evidence. 

“While the case of Swetland vs. B. & A. R. R. Co., 102 
Mass. 276, supports the contention of the defendant that 
it is not liable for freezing unless the evidence shows a 
negligent act on its part, such as delay, improper handling 
of its equipment, yet this decision is against the law of 
authority. The law is well settled that a common carrier 
must anticipate and guard against all consequences that 
may occur during transportation. One of these is the 
liability of apples to freeze during cold weather. 

“Nor are the foregoing views inconsistent with Mc- 
Grew vs. B. & O. R. R. Co., 18 W. Va. 361, which holds that 
the inherent nature of the goods shipped is a defense to 
the common carrier, provided it has used foresight, dili- 


sence and care to protect the property from damage and 
loss.” 


ORDER AS TO EXPORT COTTON 





The Commission, late in the afternoon of July 29, 
Ssued an order in the complaint of the Mobile Chamber 
(f Commerce, Mobile, Business League and Mobile Cotton 
Ixchange, against the Aberdeen & Rockfish, because the 
lailroads have failed to carry out the views as to what 
they should do, expressed in the report of Nov. 30, 1914. 
















WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey. St., Chicago, Iil. 


THE TRAFFIC WORLD 






A Suggestion ! 


Suppose that we were a prospect of 
yours and you wanted to sell us your 
product, what would you do? 


The natural thing would be to have your 
representative call. But first, you'd write 
us a letter explaining the merits of your 
goods and also telling us why we should 
have them. 


Here, however, is the problem! How to 
know who are prospects and to eliminate 
those who are not interested. Certainly 
it can be done by circularizing a large 
list—but that would cost a lot of money’ 


This is the solution! Tell your story in 
The Traffic World and it will receive the 
favorable attention of thousands of the 
livest manufacturing and shipping firms 
in the country. They are alive because 
they pay $10.00 per year for this weekly 
paper, just for the information it 
contains—and if your goods are right, 
and your story is told right, they will do 
business with you. 


The cost for doing this is trifling. We 
want to explain to you in detail just how 
our medium will fit in with your proposi- 
tion and how inexpensively you can make 
a good showing. The information is yours 
for the asking—no obligation whatever. 


Write Now! 


Advertising Department 


The TRAFFIC WORLD 


418 So. Market Street, Chicago 
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They are required to establish, on or before October 1, 
rates and regulations for the compression and transporta- 
tion of cotton for export from points of origin in the ter- 
ritory lying east of the line of the Louisville & Nashville 
running through Decatur, Birmingham and Montgomery, no 
higher than the rates that are maintained at Savannah 
and other south Atlantic and Gulf ports. 

The object of the order is to place Mobile on en 
equality with other ports. They are also required to 
establish rates to Mobile proper three cents less than 
they make for shipside delivery. They are also required 
to establish a rate on cotton for export not higher than 
3 cents per hundred for cotton passing from Mobile proper 
to the wharf. Local cotton, that is, such as may be 
forwarded to Mobile via boat or drayed in from the im- 
mediate vicinity or forwarded via rail on local rates and 
stored in warehouses in Mobile, may be delivered at the 
interchange track or stations of the defendant carriers 
whose rails reach the docks at Mobile at which shipside 
delivery is desired and shall be subject to no more than 
three-cent terminal rate. They are also ordered to make 
a rule for the issuance of through bills of lading to any 
dock in Mobile at which any of the defendants make ship- 
side delivery on specification by the shipper of the dock 
to which delivery is desired. 


The Commission’s order of dismissal in No. 5333, 
Thomas C. Edwards vs. Gulf, Colorado & Santa Fe et al., 
has been set aside and the case will be reopened for fur- 
ther consideration, upon the complainant’s application. 


THE TRAFFIC WORLD 
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POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Traffic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified advertisements are as follows: $2.00 per 
inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 

THE TRAFFIC WORLD, 
418 So. Market Street, Chicago. 


Young man, with ten years’ experience in transporta- 
tion work, would like position with traffic association or 
department. Thoroughly familiar with the rate situation; 
also well informed as to Chicago terminal facilities, 
through routing of freight and other details obligatory 
to the efficient handling of traffic work. Address B. F. 67, 
The Traffic World, Chicago. 

Aa A ETE NA AR ASME EIR S TONES oS AMER TA OO ARNE 

WANTED—Position as INDUSTRIAL TRAFFIC MAN. 
AGER. Experience, 10 years railway traffic, five years 
industrial bookkeeper and five years assistant traffic man- 
ager, with firm having factories throughout the United 
States. Familiar with I. C. C. and court decisions; also 
familiar with rate situation throughout the country, in- 
cluding water transportation. Personal reasons for wish- 
ing new position. Salary moderate, pending results. N. 
C. 43, The Traffic World, Chicago. 








Directory of Transfer Agents, Freight Forwarders, Warehousemen, Gustom House Brokers, Etc. 


BANGOR, ME. 
HENRY McLAUGHLIN & CO. 


GENERAL STORAGE 
Forwarding and Distributing 
Rall and Water Connection 


Carter Transfer & Storage Co., Inc. 


FORWARDERS TO PACIFIC COAST POINTS A 
SPHCIALTY. 
DISTRIBUTORS OF CAR LOAD LOTS. 
FIREPROOF STORAGE—LOWEST INSURANCE RATES 


LINCOLN - - - - NEBRASKA, 





Fert Worth Warehouse & Transfer Co., Inc. 
FORT WORTH, TEXAS. 
Capital Stock, $50,000.00. Fully Pald. 
ABSOLUTELY FIREPROOF WARHHOUSD 


Merchandise Distribution a Specialty. Correspondence 
Solicited. 





Western Transfer and Storage Co. 


616 to 522 San Francisco St. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 
DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 
Cut Rate Package Car Service from Seaboard Territory. 


EDGAR’S SUGAR HOUSE, Inc. 


520-582 LAFAYETTE BLVD. 
DETROIT, MICH. 
Bight fireproof warehouses on tracks of principal rail- 
roads. The only two fireproof warehouses on the river 
front. insurance rates in the city. Twelve auto 
trueks fer delivery. Write for further particulars. 


















EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this 
is an important subject and are reaching out for such 
. A competent rwarding 2 Agent can be of materiaj 
assistance to manufactur 
} We quote rates of Freight and Marine Insurance to ali 
places abroad one —— i y answer > ae respecting 
Consular Regulati toms Duty, etc. 
G. W. SHELDON & & Co. Chicago, New York Wisc 
Liverpool, Paris, Havre, Boulogne-Sur- 


Chattanooga Warehouse & Cold Storage Co. 
CHATTANOOGA, TENN. 


GHNERAL TRANSFER AND STORAGE BUSINESS. 
DISTRIBUTION OF POOL CARS A SPECIALTY. 
WH STORE, PACK AND SHIP HOUSHHOLD GOODS. 


















ST. JOSEPH TRANSFER CO. 
“pan Ewes” 
ST. JOSEPH . . ° 


MERCHANDISD STORAGE WARBHOUSE. 
CARLOAD AND L. C, L. DISTRIBUTION. 
PROMPT SERVICH GUARANTEED. 






MO. 

















CHICAGO— 
Chicago Storage & Transfer Co. (Not Inc.) 


5851-61 WEST 65TH STREET 


Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 


INSURANCE TWENTY CENTS. 


Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 
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Security Warehouse Company 
MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage 
Space, 
Motor Truck delivery in Minneapolis and St. Paul 


Judson Freight Forwarding Co., Inc. 


CHICAGO . 433 Marquette Bullding 
ST. LOUIS 1501 Wright Bullding 
Carload distribution to all railroads at Chicago and 8t. 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 


Terminal Transfer & Storage Company, Inc. 


U. 8. Bonded Transfer Mobile, Alabama 


Vorwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 


FORT WAYNE, INDIANA, 
WAREHOUSES 


Grana and Harrison Streets 
Francis and Hayden Streets 


D. A. MORR TRANSFER AND STORAGE CO. 


KANSAS CiTY, MO. 
2114-2126 Central Street. 


TRANSFER, MERCHANDISE STORAGE, oa 
ING, DISTRIBUTION AND CITY DELIVERI 
Direct Connections With All Railroads. Fireproof RR 
Sprinkler System. 


Established 1890. From long and practical experience 
we know your needs. Write for Information. 


Witkin Trucking Company 


Main Office, 30 BURLING SLIP, 
NEW YORK, N. Y. 
“HB SERVES BEST WHO SERVES WHLL” 


Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 


CHICAGO 
Jos. Stockton Transfer Co. 


586 The Rookery Buliding 


Teaming of Every Description—City Delivery Service 
and Carioad Distributors. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. ‘Unsurpassed facilities’’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Inc. © 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses, , 


Central Warehouse Co. 


Storage—Forwarding 


Trackage Connection with all railroads entering the 
Twin Cities. 


Minnesota Transfer, Minn. 


PHILADELPHIA, PA. 


BEST DISTRIBUTING POINT IN THE EAST 


Railroad Sidings, Penna. R. R. and Phila. & Reading 
Experienced in giving Best Warehouse Service 


SCOTT PAPER CO. WAREHOUSE 
Cc. R. CLEMENTS, Manager 


Trackage, Capacity 18 cars a day. Very low insurance. 


The Benedict Warehouse & Transier Company 


DENVER, COLO, 
501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENBRAL 
WAREHOUSING. 


Omaha Fireproof Storage Co. 


806-18 SOUTH 16TH ST., OMAHA, NEB. 


EIGHT AND ONE-HALF ACRES FLOOR SPACD 
INSURANCE RATE 20 CHNTS 
TRACKAGE ers 10 CARS. GENBDRAL THAMING 

ND AUTO SERVICE. 


Savannah Bonded Warehouse & Transfer Co. 

SAVANNAH, GEORGIA 
312-314-316 Williamson St. P. O. Box 985 
GENERAL STORAGE—RE-CONSIGNING—DISTRIBUT- 
ING—FORWARDING—PROMPT AND EFFICINNT 
mmmahe ig ge FACILITIES— 

USTOM HOUSH BROKERS 

Track éiinmiasion with all Rallroads and Steamship Docks 


STORAGE IN CANADA! 


Hamilton Fireproof Warehouse 


Merchandise Free and in Bond. Separa Rooms 
Furniture. -OUR OWN CARTAGE. Carloade distributed, 
Customs Brokers and Forwarders. 


THOS. MYLES’ SONS, Ltd., HAMILTON, ONT. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 





TANK CARS 


Can always be had of 


The German American Car Co. 


Harris Trust Building 
CHICAGO 


If you want one car or many, for ANY liquid freight, 
for one trip, a few months, or a long term, write or 


wire us and you will find why we are known as 


“Tank Car Headquarters” 





